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oa hat Forces Ate Patent in Shapiaes 
Railroad Electrification Progress? 

HE valuable paper on heavy electric traction in 
America, prepared by George Gibbs for the ninth 
mgress of the International Railway Association, oc- 
pies eighty-four pages in the December, 1921, Bulletin 
“of this association. It contains a wealth of timely 
e and should be studied carefully by all who wish 

be informed on the subject. As is expected in a 
per of this kind, Mr. Gibbs also expresses his opinion 
as to the future of heavy electric traction and as to the 
‘relative merits of competing designs of locomotive 
drives, motors, working conductors, etc. He concludes 
hat, except for the recent setback incident to the war, 
lectrification plans are proceeding normally. He con- 
ludes also that high voltage, with overhead contact, 
is. essential in heavy traction, and he leans toward alter- 
nating current as superior to direct current, while keep- 
ing a mind open as to the possibility of the development 
of superiority in systems other than that which now 
‘seems to him to be best. 
Mr. Gibbs expresses concern as to possible interfer- 
ce with the orderly progress of electrification by the 
fe wh of influences from outside the steam railroad 


jeld which are making themselves felt in this movement. 
le has in mind the danger that power, telephone, tele- 
‘aph and manufacturing interests may unduly urge 
heir ideas on the railroads, influencing the latter to 
dopt what may not be in their best interest. This 
nt raised by Mr. Gibbs merits consideration and 
night as well be discussed fully and frankly at this time 
all concerned. Some-pertinent' questions are these: 

Are these outside interests, as well as the general pub- 
entitled to “butt in” on this matter at all? If they 
, what form should their contentions take? Is there 
way by which harmony, if not unanimity, of opinion 


swer: 
‘Railroad transportation is so fundamental a neces- 
ity that eyery person in the country is involved in its 
cess. The cost of living and doing business is so 
dependent on it that if anything can be done to reduce 
he. ost the people are for doing it, especially if their 
own comfort, safety and convenience are served at the 
. pm. Re: railroads, also, are using up the coun- 
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be insured? Here are a few thoughts by way of 


-where room is very valuable. 
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fore be alert and aggressive early in the game. Their 
side of the problem should be viewed sympathetically, 
in spite of the fact that they, like the railroads, are in 
business for profit. They cannot furnish what the rail- 
roads need, and so make the railroads more profitable, 
without co-operation. 

As to the power supply companies, they will be ex- 
pected to furnish cheap and reliable power for railroad 
operation. Hence they must be ready to do this, but 
they cannot do it without the help of the railroads. 
And the telephone and telegraph companies, of course, 
are on the lookout so that their circuits will not be in- 
terfered with unduly as the railroads take more and— 
more electric power. 

All of this points to the need for the various, and in 
a way conflicting, interests to get together, preferably 
under the auspices of the steam railroad organizations; 
another illustration of the good that could be done by 
an “American Committee on Electrification.” This 
paper has already urged that the associations concerned 
get together to form such a committee. 

The railroads of the country are so vast a proposition 
that it is. not to be expected that so radical. an’ innova- 
tion as electrification can. be introduced: wholesale.. “It 
will take a long time and much money to-apply electric 
motive power even in those sections of railroads: which: 
logic and economics indicate to be ripe for electrifica- 
tion now. Progress should not be too fast; as Mr, Gibbs. 
suggests, the “state of the art” does not warrant undue 
haste. All that can be done now is to prevent waste 
and lost motion in the operation of the powerful forces 
within and without the railroad organizations which are 
acting to bring electrification about. 


Car Design Is Still in \ 
a Formative State 


HE use of turnstiles on one-man cars in Syracuse 

and Utica, where seventy-five of these cars are in 
use, emphasizes the fact that car design is still in very 
much of a formative state. At several times since 
street cars have been in use it has been thought that 
car design was pretty well standardized. Then some 
radical improvement has thrown the whole subject open 
again. One instance, of course, was when the pay-as- 
you-enter principle was generally adopted some twelve 
years ago. After car design became standardized 
fairly well for this system of fare collection the adop- 
tion of pay-as-you-leave in many cities again upset 
previous standards. Then came the one-man idea to 
destroy other traditions. 

The idea of using a turnstile on a ear is not, of 
itself, an entirely new idea, though formerly the idea 
was to use it for registering the passengers as they 
entered a pay-as-you-enter car. In this case, however, 
the turnstile would have to be in a part of the car 
With pay-as-you-leave 
by the front platform, however, on a rebuilt double-end 


car, the rear platform can be used for a turnstile 
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without loss of much valuable space, and in Syracuse 
and Utica it has been found that the same is true also 
if the turnstile is placed at the center door of a Peter 
Witt car. 

Mr. Sweet’s paper does not describe what will neces- 
sarily be a permanent feature of future double-truck 
one-man cars. It is an effort, like the other variations 
of the original one-man car design, toward improve- 
ment along certain lines. This desire for change is not 
an indication that the original one-man car design was 
defective. Rather, it proves thatthe one-man principle, 
as developed in Fort Worth and elsewhere, was so great 
a success that its field of application far exceeded the 
expectations of at least most of those who recognized 
its good features from the first. From the idea that it 
is applicable only to comparatively scant traffic and to 
a small car, it has been found that the principle is 
adapted to heavy traffic and large cars, so that it is not 
surprising that modifications should have been made in 
the original design. In fact, the greatest developments 
of the immediate future seem to be along the line of 
double-truck one-man cars and how best to secure pas- 
senger interchange in the minimum time. 

It may be said that one-man car design is now cen- 
tering around three different types of cars. One of 
these is the original Birney type. The second is the 
longer car with nine windows and either. single or 
double trucks, with separate entrances and exits, either 
together, as in Baltimore or Chicago, or separated, as 
in the Syracuse and Utica cars. The third type is the 
still longer car having, say, ten to twelve windows and 
capable of operation by one man during light hours of 
traffic, but fitted so that it can be used also for two- 
man operation. Such a car could perhaps also carry 
multiple-unit equipment. 


“Said the Next Mayor of Boston 
to the Mayor of New York—” 

“T wish for the Mayor and his associates a most successful 
administration, and I trust it will be my opportunity and 
privilege to come here from time to time to secure direction 
and advice and help in the matter of the government of 
our smaller city from the government of the foremost city. 
in the entire world.” . Excerpt from the speech of 
Mayor-elect James M. Curley of Boston at a recent meeting 
in New York, where Mayor Hylan and his associates were 
discussing transit matters. 

RESUMABLY the Mayor-elect of Boston dropped 

in at this meeting of the New York Board of Esti- 
mate to get a few pointers on how to handle unruly 
traction magnates, and how to secure and preserve the 
sacred 5-cent fare for the people. In New York one 
still enjoys the privilege of paying the good old- 
fashioned nickel fare, but the degree of one’s enjoyment 
is somewhat tempered when one finds that the privilege 
is repeated about every time one changes cars. For 
receivers and courts, with supreme indifference to the 
political speeches of Mayors and others, have turned 
back leased lines to original owners, and told them to 
go ahead and operate them on their own hook, and make 
a profit if they can, on a 5-cent fare. The result is that 
the free transfer is practically extinct in New York. 

In Boston, on the contrary, where the people are 
mulcted (to use a word popular with our best. politi- 
cians) 10 cents for a ride on the traction lines, they 
at least have the more substantial privilege of complet- 
ing their ride to any part of the system in the metro- 
politan district for the one fare. And approximately 
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20 per cent of all the riders are getting the benefit of | 
the local 5-cent fare for short rides in suburban dis- 
tricts. ’ 

But genial “Jim” Curley feels that the people are 
paying too much. At any rate, that is what he endeav- 
ored to make them believe in his recent whirlwind cam- 
paign which landed him the mayoralty of Boston against 
the opposition of practically all the newspapers and a 
combination of the Boston Republicans with most of 
the strongest Democrats in that stronghold of New 
England. 

If Mr. Curley thinks hed is going to improve the tran- 
sit Situation in Boston by getting it into anything like 
the present condition of New York’s, then the car 
riders of Boston will soon be deserving of all the 
sympathy they can get. 

Of course a 10-cent fare does look big! It probably 
seems like quite a hardship to some of the regular 
patrons among the working people who must ride two or 
more times daily. However, under the management of 
the present trustees, assisted by the executive officials 
of the Boston Elevated Railway, the Boston public is 
now receiving a high grade of service. Whoever is 
interested enough to take the trouble to investigate 
need have no difficulty in assuring himself that the 
revenues received from the riders are all being spent for 
the ultimate good of the car rider himself. Several 
millions of dollars annually are being spent for extraor- 
dinary maintenance and rehabilitation. Miles and 
miles of track have been rebuilt. Ancient cars have 
been scrapped literally by the hundred, and modern 
equipment has been substituted. The great system, 
which was starved to the very verge of dissolution on 
the old 5-cent fare, is being revitalized and placed in 
a condition to give the community the kind and degree 
of service which every large urban center should possess 
for its own welfare. Recent financial reports indicate 
that a substantial surplus is being earned, which it is 
said will be applied to repaying to the Commonwealth of 
Massachusetts, and the city of Boston and surrounding 
towns, the sums raised by taxation to support the road 
during the first year or two of trustee management be- 
fore the property could be got on a self-supporting basis. 
Now it is self-supporting, while in New York, at least 
on the rapid transit system, taxes are higher in order 
to carry passengers at less than cost. 

When the tax rate in Boston begins to show concrete 
evidence of abatement, as the result of the present — 
methods of management of the Boston traction lines, 
it is not unlikely, that the enthusiastic disciple of Hylan 
methods may find some lack of support among the fol- — 
lowers if he tries to tear down the constructive program 
now in progress. The local 5-cent fare scheme has 
made a lot of friends in the short time it has been in 
effect, and the prospect of a reduction in the basic 
10-cent rate seems not so remote but that it may occur — 
to steal still further some of Mayor Curley’s favorite — 
thunder. 

In view of recent developments, it would seem desir- — 
able for the railway interests in other communities _ 
where political hostility exists to make a pretty — 
thorough study of the New York situation and the facts — 
which are being brought to light by the various invests 
gators. They might well undertake a little campaign - 
of education to show their own political friends as well 
as enemies wherein they may be better off after all than — 
the “foremost city in the entire world” in spite of its 
heralded adherence to the 5-cent fare. 
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: VIEW IN MOTORMEN’S SCHOOL IN BERLIN 
At left, explaining the mechanical details of the car. At right, a lesson in controller connections 


. Psychological Tests for Motormen 


Candidates for the Position of Motorman in Berlin Have to Pass a Series of Physical and Psychological 
Tests Before Being Accepted—Important Savings Are Effected by Engaging Only Those 
‘Men Who Have Been Shown by These Tests to Be Well Suited to the Work 


By Dr. ALFRED GRADENWITZ 
Berlin, Germany 


HERE is a growing tendency in Germany at The engineer-manager of the Berlin Street Railway, 
present to increase the efficiency of workers in all K. A. Tramm, has installed at the Lichtenberg depot 
walks of life by submitting every candidate for a a testing laboratory where all applicants for the posi- 
profession or calling to elaborate psychological tests. tion of motorman, previous to their entering the train- 
This movement is especially marked in the case of lines ing school, undergo an exhaustive series of psychological 
of work such as airplane pilot, locomotive engineer, auto- tests. The apparatus used in these tests is exceedingly 
mobile driver and street-car motorman where property ingenious and was designed by Mr. Tramm. 
and human lives are jeopardized by unskillful operators. Obviously, one of the first requisites for the position 


AT LEFT, TESTING FOR SIGHT 

The candidate receives. cast-iron 
letters and is asked to hold them 
in the same position as they ap- 
pear on a board at some distance. 

Av RIGHT, TESTING FOR COLOR 

BLINDNESS 

This is done by a plate on which 
colored figures appear on differ- 
ent colored backgrounds. 

THREE LOWER VIEWS 

In the first test the candidate’s 
ability to discern objects inside a 
case covering his head is ascer- 
tained. In the second test he has 
to hold two rods steady in slots 
in a metal plate; if not, a bell 
rings. The third test is somewhat 
similar to the second, except that 
‘disks fitted with handles to rep- 
resent the controller and brake 
handles have to be turned stead- 
ily without being allowed to touch 
an outside plate. 


\ 


‘TESTING THE CANDIDATP WITH A Hoop TESTING THE STEADINESS OF TH# TESTING FOR SKILL IN STEADILY TURNING 
For “NIGHT BLINDNESS” CANDIDATE’S HANDS THE CONTROLLER AND BRAKE HANDLES 
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of motorman is a good 
eye and sufficiently keen 
sense of hearing. In 
order that any obstacle 
to traffic may be per- 
ceived in time, a sufficient 
concentration of atten- 
tion is urgently required. 
To enable operations in 
case of danger to be car- 
ried out rapidly and 
properly, promptness of | 
decision and presence of | 
mind are required. The 
proper appreciation of 
distance, curvature and 
other factors of length 
necessitate a sense of di- 
mensions. These facts 
should not only be per- 
ceived properly and 
promptly, but they should 
be permanently present 
in the motorman’s mind 
so that, particularly in 
operating the controller 
and brake, he may be 
able beforehand to take 
account of local condi- 
tions of the track. 2 

_To understand instruc- 
tions and signals requires 
agoodmemory. To gage 
the proper traveling con- 
ditions of a car and its 
acceleration in starting and retardation in braking de- 
mands good distinguishing powers for various kinds of 
motion. A proper operation of the controller requires 
a sufficiently keen sensitiveness in the joints to move- 
ments of the arm. Finally, the proper knowledge of the 
mechanical and electrical features of the rolling stock 
requires certain technical ability so that any defects in 
the car, especially in the case of trouble, may be recog- 
nized and remedied as promptly as possible. 

All the principal qualities just mentioned should be 
influenced but little by the duration of the service, un- 
favorable atmospheric or other working conditions such 
as day or night service, prolonged intervals between 
meals, etc. In other words, the motorman should possess 


TESTING THE CANDIDATE’S 
PROMPTNESS OF ACTION 


He must be ready to catch two 
ee eas rods, when they begin to 
al. 


TESTING MENTAL ALERTNESS AND UNDERSTANDING OF TRAFFIC RULES 

On this artificial track there are suddenly lighted some of the 
model cars shown in the figure. The candidate then has promptly 
to state the car entitled to start first. 


a considerable amount of bodily endurance and resist- 
ance, in addition to the mental and physical capacities 
which have already been enumerated. 
enumeration of the more important faculties required in 
a motorman, the methods of testing for them, as fol- 


lowed on the Berlin tramway system, will be described — 4 


and illustrated. 


How THE TESTS ARE CONDUCTED ™ 


To test a candidate’s visual powers, he is handed some 
cast-iron letters and asked to keep them in the same 
position as he sees them on a board installed some dis- 
tance away. 
signal lights is tested by means of a plate on which 
colored figures are visible on a differently colored back- 
ground. Color-blind persons are, of course, unable to 
read these figures. Finally, a good motorman should be 
able to find his way even in the dark. In other words, 
he must not be “night-blind.” This question is ascer- 
tained by means of the following test: The candidate 
is directed to insert his head in an oblong casing closed 
on all sides, and after waiting for from one to two 
minutes, or just the time required to accommodate him- 
self to the darkness, he is asked to state how the letters 
seen inside the casing are standing—upright, at an 
angle or upside down. A slide operated by the inspector 
in charge of the test at the front of the casing allows 
the darkness to be reduced or increased at will. 

Another set of tests is intended to examine the steadi- 
ness of the hand. With one apparatus designed by Mr. 
Tramm, the would-be motorman is asked to seize the 
handles of two vertical rods which fit with a certain 
amount of play into slots in a metal plate. As long as 
he keeps his hands quiet, the circuit of an electric. bell 
is interrupted. As soon, however, as his hands begin 
to tremble ever so little, these rods will touch the edges 
of the slots, thus actuating the bell, and the candidate 
must try to keep the rods quiet so as again to silence it. 

A test with one crank, designed like a controller crank, 
and another like a brake lever, both connected so that 
independently they turn a disk, belongs to the same 
group. The would-be motorman is asked to turn the 
disk by one crank and then by the other into the various 
traveling positions, without touching the edges of the 
slot. Whenever he fails to comply with this request, 
an electric bell is sounded. The candidate at the left 
in the illustration showing this test is holding a weight 
which he is obliged to raise ten times with each hand. 


TESTS FOR PRESENCE OF MIND 


The tests which are intended to determine the 
presence of mind and promptness of decision of the 
applicant are likewise considered to be of the highest 
importance. An apparatus consisting mainly of two 
vertical rods is alike practical and ingenious: After 
placing himself in front of these rods, the candidate 
must put his hands around them without, however, actu- 
ally touching them. Then, while he is looking at the 
objects in front of him, he must try, as soon as the 
rods start falling, to seize hold of and stop them. The 
farther down the rods are allowed to fall before the 
man succeeds in catching hold of them, the less may his 


~ promptness of decision be relied upon and the-more 


unsatisfactory will be the result of the test. 

Inasmuch. as a skillful motorman should know at once 
whether his car at a track crossing may start in advance 
of others, Mr. Tramm designed a board on which a num- 
ber of pictures of street cars are mounted and can be 
set so as to occupy various positions with regard to 
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After this - 


His ability to distinguish the various 
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TESTING THE “NERVE” AND PRESENCE OF MIND OF WOULD-BE MoTORMEN 


At left, the candidates are frightened by heavy electrical dis- 
charges. and their behavior in the event of an accident is thus 
tested. At right, the man at the controller handle is suddenly 


to be startled in some way and his action observed. Mr, Tramm, 
who hes charge of these tests, is seen at the table in the fore- 
ground, 


one another. When the instructor actuates an electric 
switch, these cars can be lighted up in any desired 
combination.. The candidate then should immediately 
state the number of the car entitled to start in advance, 
according: to the traffic rules in force. 

It_is, of course, of the highest importance to ascer- 
tain how a candidate will behave in the event of a 
danger, whether he will lose his wits to the extent of 
letting go the controller handle and brake and passively 
stand by, or whether he will promptly take any meas- 
ures required for the safety of his car and passengers. 
To determine this, the man is placed before a controller 
handle, and while he is practicing with it he is fright- 
ened by a sudden report, a short-circuit flash passing 
before his eyes or the floor yielding below his feet. If 
he loses his presence of mind in these circumstances, 
the company knows that he should not be intrusted 
with the care of a car. If, on the other hand, he 
promptly performs such manipulations as were recom- 
mended to him in the event of anything unforeseen 
happening before his eyes, he is considered to possess 
the presence of mind required for his responsible pro- 
fession. 

Two: illustrations show this test. In one a fuse is 
glowing over the heads of three neophyte motormen. In 
the other, the candidate is standing at a controller 
ready for some test of his nerves, yet to be applied. 
Mr. Tramm is seated at a table in front of him, ready 
to record the results. 


TESTING PRESENCE OF MIND 
This board represents a track on which electrically lighted 


obstacles suddenly appear. The candidate for motorman: is at a 
dummy controller stand, and the rapidity with which he acts 
determines the degree of his mind. 


Another test. of ccol-bloodedness or “nerve” is pro- 
vided by another board painted to represent a minia- 
ture track. , Electrically lighted obstacles suddenly 
appear on the track, and the presence of mind of the 
prospective motorman is gaged by the rapidity with 
which he turns his dummy controller handle to the off 
position and applies the brakes. 

Finally, tests of intelligence are made to ascertain 
the professional fitness of the ‘would-be motorman. To 
make sure that he is capable of understanding certain 
technical facts, he examines under an instructor draw- 
ings of the machinery on a car illustrating the motor 
suspension with gearing, and is asked in which direc- 
tion the car will travel in case the pinion and then 
the gear rotates in a given direction, whether the pinion 
or the gear has the greater number of revolutions per 
minute, in which direction the brake lever should be 
moved to stop the car, etc. 


PSYCHOLOGICAL TESTS FOR CONDUCTORS 


A similar testing laboratory is now being installed 
for would-be conductors. The management proposes 
in this laboratory, by means of specially designed 
apparatus, to test applicants for the position of conduc- 
tor as to their memory of persons and streets, their 
ability simultaneously to give close attention to differ- 
ent events, the acuteness of their touch in judging 
the fineness of different thicknesses of paper, etc. 
Especial importance is attached to their rapidity of per- 


TESTING THE MAN’S SENSE OF MECHANICS 


He has to answer such questions as: “In which direction does 
the car go when the yellow wheel or pinion is turning in the direc- 


tion of the arrow?” “In which direction should the brake handle 
be moved to brake the car?” 
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ception, on which their skill in distinguishing coins 
depends: This is tested by allowing the shutter cover- 
ing a hole in a black board to be open during a fraction 
of a second and asking him how many black points were 
to be seen through the aperture. 


_ ADVANTAGES CLAIMED FOR THE TESTS 


Mr. Tramm claims the following advantages for the 
series of tests devised and adopted by himself: 


1. An increase in the safety of service; 

2. A reduction in working expenses; 

3. Avoidance of employment of persons unifit for the 
ee and therefore either inefficient or actually dangerous; 

. Avoidance of any unnecessary loss of time in instruct- 
ne persons unfit for the position of motorman; 
= ae A fair determination of the faculties of every can- 
idate; 


6. A possibility of producing conclusive evidence of care 
in selection of men in the case of negligence damage suits. 

Two views are given at the head of this article of the 
Berlin school for motormen. All of the men shown in 
these views-as engaged in learning about the equipment 
of a car have passed the tests for applicants for the 
position-of motorman, already mentioned. 


One Guard Omitted in Non-Rush 


Chicago Elevated Railways Makes Saving by Operating 
Four-Car Train with but Two Guards—Public 
Was Fully Informed in Advance 
N OCT. 18 the Chicago Elevated Railways heear 
operating four-car trains on the Evanston-Jackson 
Park line with only two guards between the hours of 
9 a.m. and 4:30 p.m., two hours in the evening, and all 
day Sunday. Thus one guard is eliminated for each 
four-car train in service during these periods. While 
this economy measure was considered by some to be a 
radical step, B. J Fallon, general manager, stated on 
Noy. 11 that up to that time the company had received 
two letters and four telephone calls as the total public 
comment on the matter. This may be partly accounted 
for by the complete plans laid by the company to inform 
the people in advance of the change as to how they 
should enter and leave trains. On every platform two 
signs were erected and designated as Stop 1 and Stop 2 
for use during non-rush hours. These indicated where 
passengers should stand to board the cars. As the two 
guards employed are used between the first two and 
between the last two cars, these stop signs were spaced 
two car lengths apart and trains are brought to a stop 
so that the entrances where the guards are located are 
opposite these signs. Passengers who fail to read these 
signs and endeayor to board the rear end of the second 
car or forward end of the third car are informed by a 
poster on the car door that they should go to the opposite 
end of the car. Similarly, a poster inside on the bulk- 
head at the rear of the second car and forward end of 
the third car notifies passengers that they must go to 
the opposite end to leave the car. The doors between 
the two center cars in the train are locked to avoid the 
possibility of passengers attempting to pass between 
cars while moving, which might be dangerous if the 
train happened to be on a curve and there were no 
guards there. 

In studying out the possibility of thus eliminating 
one guard, the feasibility of the plan was reasoned out 
this way: The experience in the operation of the ele- 
vated trains in Chicago is that the first and last cars of 
all trains are always the heaviest loaded. This is be- 
cause but one door of each of these cars is used and 
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hence they are warmer in winter than those cars which 
have doors open at both ends at the stops. In summer 


the end cars are cooler and hence attract the passengers. - 


Since these cars are loaded heaviest, and have only one 
door in use, they control the time of stop. Consequently, 


it was felt that the length of stop of the train would not 


be increased by using but one door on all cars. Closing 
up one door on all cars makes them all equally comfort- 
able in winter. Two-car trains are always operated 
with but one guard and hence but one door per car is 
used, and so it was deemed feasible to couple two two- 
car trains together in the same manner. 


The bell cord between the two center cars is con- i 


nected together so that the rear guard can pass the 
signal through two cars to the forward guard. Inci- 
dentally, with the elimination of the one guard, it is 
necessary to relay the signal but once, and if one were 


Wit 


TA 
WH 


i 


PASSENGERS WILL PLEASE ENTER AND LEAVE 
EVANSTON OR JACKSON PARK TRAINS 
AS PER THIS DIAGRAM 
DURING NON RUSH HOURS 


DRAWING HANDED TO ELEVATED PATRONS TO EXPLAIN METHOD OF 
BOARDING TRAINS DURING NoN-RusH Hours 


to figure close, it might be possible that the elimination 
of one passing of the signal might save a slight amount 
of time on the length of stop. 

When the scheme was first put into effect special 
employees were stationed on every platform and on 
each train for two days to carefully watch how the 
scheme worked out, to note the attitude of the public 
and to report in detail their findings to the general man- 
ager. The card reproduced herewith was passed out 
to every passenger for two days and this undoubtedly 
also aided in avoiding confusion. The scheme went into 
effect without any difficulty and is considered a success. 


Changes in the Cost of Living Since 1914 


NFORMATION in the form of a report on changes in 
the cost of living in the United States has been 
made public by the National Industrial Conference 
Board of New York. This report, entitled “Changes in 
the Cost of Living: July, 1914-November, 1921,” is 
the eleventh in the board’s studies of the cost of living. 
The total increase in the cost of living from, the 
beginning of the war to November, 1921, the investiga- 


tion shows, was 63 per cent. The rise in cost of the 


major items in the wage earner’s family budget during 
this period is estimated to have been as follows: Food, 


52 per cent; shelter, 69 per cent; clothing, 61 per cent; 


fuel and light, 79 per cent; sundries, 78 per cent. 
The report shows that the peak of the cost of living 


in the United States was reached in July, 1920. Since 


then, the total cost of living has decreased 20.3 per cent. 
Food has decreased 31 per cent; clothing, 39 per cent; 

and sundries, 4 per cent; while shelter has increased ' 
per cent, and fuel and light 8 per cent. 


ik 
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Electric Traction on Heavy Traffic Lines 


EP Gsilroad Electrification in America Is Covered in a Paper Prepared for the Ninth International Railway 
Congress by George Gibbs—He Says It Is Too Early to Standardize, but Believes that Alter- 
“nating Current Equipment Is More Promising than Others in This Field 


iF HIS report on heavy electric traction in America, 


prepared for the ninth congress of the International 
Railway Association, George Gibbs, consulting en- 


‘gineer, Pennsylvania Railroad, summarizes the situation 


and gives his opinion as to the present status and 


_ future prospects of heavy traction on this continent.* 
_ The following abstract brings out some of the high 
- points of his paper: 


' 
¥ 


arrested development 


The past six years have witnessed a condition of 
in electric traction, although 
between 1910 and 1920 the following increases occurred: 


In aggregate mileage equipped, from 411 -to 1,527 of 


route, and from 873 to 3,370 of track; in number of elec- 
tric locomotives, from 136 to 371, and in number of 


~ motor cars, from 618 to 1,508. 


The working conductor, by means of which power is 
made available at the moving train, is perhaps the most 
important feature of an electric traction installation. 


- Two kinds of working conductor are in use, the third 


a 


- given in Table I. 


rail, which is the type first used successfully for heavy 


traction, and the overhead working conductor, which 
promises to become standard for heavy electric traction. 
The advantages and disadvantages of each of these are 


WHY OVERHEAD WORKING CONDUCTOR IS PREFERRED 
On account of the objectionable features listed in 


-Table I, third-rail traction may be considered obsolete 


in America for heavy railway electrification. The 
important features aimed at in the design of overhead 
working conductors are sparkless current collection, 
strength, durability and cheapness; also, it is especially 
important that the collector wire shall be free from hard 
spots at the suspension points, pulloffs, switches, etc. The 
device is essentially one for small currents. 

At the present state of the art the 11,000-volt alter- 
nating-current system has been demonstrated to be well 
adapted for current collection from an overhead conduc- 
tor under all conditions met with on American railways; 
it is reliable and economical in upkeep. The success of 


_ the 3,000-volt direct-current system, as regards current 


__ apparatus, etc. 


.. 


ay) 
mat 


, 


collection, seems less certain and remains to be demon- 


strated for some of the difficult conditions to be met. 


Substations for the alternating-current system are rel- 
atively simple as they contain no moving apparatus and 


_ require only occasional inspection and attention. Direct- 


current systems require transformers, switching 
apparatus for the high-tension current rotary converting 
This combination is relatively costly and 
complicated and requires attendants at all times. It has 
been proposed to do away with constant attendance by 
installing automatic control, but it is too early yet to 
pass upon the results obtained by automatic substations 
or to assign a definite field for their use. They may be 
--uséed on important traction installations on steam rail- 
ways, but as an adjunct only, to assist and simplify the 


lta’ of the regular attendants in emergencies. 


ll text of Mr. Gibbs’. paper will be found in the Associa- 
The paper contains an extended 


yaniation of data’ on heavy electric traction in America. 
<a 


No approximation to a standard electric locomotive 
design has been arrived at. The problems awaiting solu- 
tion at present are mechanical rather than electrical. A 
suitable design for a-heavyy modern steam locomotive 
has. been evolved after years of development, and it is 
not a simple matter to produce an equivalent combina- 
tion of elements in an electric locomotive, especially for 
one which will equal the powerful tractive effort of a 
modern steam locomotive. 


Table I—Advantages and Disadvantages of Third 
Rail and Overhead Working Conductors 
THIRD RAIL 


Advantages Disadvantages 

a. It permits the conduction a. It does not provide con- 
and collection of very large tinuous contact through com- 
volume currents. plicated track. switches and 

b. It is located conveniently crossings. 
for inspection, repair and re- b. It obstructs the track 
placement. structure and interferes to 
some extent with maintenance 
of permanent way and track. 
It obstructs the spaces be- 
tween tracks in yards and 
thus menaces the safety of 
employees in shunting work. 

ce. It cannot be entirely in- 
closed and involves risk of 
contact by employees and 
others, the serious conse- 
quences of which increase 
rapidly as the voltage in the 
conductor is raised. 

d. Power to the train is 
subject to interruption when 
snow or sleet collects on the 
conductor. 


OVERHEAD WORKING CONDUCTOR 


Disadvantages 
a. It is difficult to collect 


Advantages 
a. It provides. continuous 


contact at the train in places 
of complicated track layouts. 

b. It does not interfere with 
the maintenance of perma- 
nent way and track, and it 
may be employed safely with 
very high voltages. 

c. Uninterrupted service 


large currents from it. 

b. There is difficulty and de- 
lay in making repairs to the 
contact system where traffic 
is heavy. 

e. It is difficult to install in 
cases of limited clearances at 
bridges, tunnels, etc. 


during sleet storms is assured 
from it to a greater extent 
than is the case with third 
rail. 


In producing the modern economy in railway opera- 
tion a factor has been the increase in weight allowed 
on each driving axle of a locomotive, which was a 
necessity because the number of driving axles for steam 
locomotives cannot be indefinitely increased. In the 
opinion of many (of whom Mr. Gibbs is one) axle weight 
has been carried too far, track conditions considered. 
In adopting electric traction there is a possibility of 
returning to moderate wheel weights for locomotives 
without disturbing present operating methods; it can be 
done by bringing together locomotive units to make one 
compound structure singly controlled. This idea has not 
been carried into effect chiefly because the high first cost 
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of such an electric locomotive has deterred designers 
from proposing it. : 
Generally speaking, there are three different types of 
drive in use on American locomotives, with many differ- 
ent types of wheel grouping. As to the driving mecha- 
nism, the following classification applies: (1) Drive by 
gearing motors directly to the axles; (2) gearless drive 


-by mounting motors on or around axles; (3) geared or 


gearless drive by means of cranks and rods. 

Geared drive has been used extensively, especially for 
light work. Thus out of 390 locomotives in use on 
American railways 223 have some form of geared drive 
with or without flexible connections. 

Gearless direct drive is found in two forms: (a) The 
New York Central type, in which the motor armature 
is rigidly mounted on the axle and is free to-revolve 
between bipolar fields carried on the locomotive truck 
frame; (b) the quill drive, as used on the New Haven 
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In the geared form of rod drive, as used on the 
Norfolk & Western, each drive element of the locomotive 
has two motors mounted on the truck frame. The arma-_ 
tures carry pinions which mesh into a gear on each end 
of a jackshaft, and the latter is placed between the — 
motors with its axis in the horizontal plane of the driy- 
ing-wheel axles. This jackshaft drives the wheels by — 
means of rods and pins. A further application of this — 
arrangement is used on a locomotive built for the pro- 
jected mountain-grade electrification of the Pennsyl- 
vania. 1 

All forms of geared-motor rod drive permit of great , 
tractive capacity and give fairly high center of gravity, 
both for the heavy massesand for the locomotive as a 
whole. ; 2 Bi 3 

The latest heavy high-speed passenger locomotives of 
the New York Central are of the gearless type, with 
motors mounted rigidly on the axles and with a wheel 


Fig. 1—Direct 
axle-geared drive. 

Fig. 2—Sin gle 
motor gear and quill 


drive. 


Fig. 3—Twin mo- 


tor gear and quill 
drive. 

Fig. 4—Rod drive 
with gearless motor 
(Pennsylvania pas- 
senger locomotives). 

Fig. 5—Gear and 
side-rod drive (Nor- 
folk & Western 
locomotives). 


Railroad, in which the motor is mounted on a quill 
around the axle and is carried by the spring-supported 
frame of the locomotive. The first of these types has 
been used for high-speed passenger locomotives, with 
direct-current motors, on the New York Central and 
Milwaukee Railroads. The center of gravity of the 
motor masses is low, but the type is not suitable for 
slow-speed work. because of the low output per pound 
weight of the motors. With the quill drive a large 
motor is permissible and its weight is wholly spring- 
supported. The center of gravity is low, but not so low 
as in the New York Central type. 

Several designs of geared or gearless rod drive are 
in use in Europe, but the type has been adopted for only 
two important electrifications in America. These are 
the Pennsylvania Railroad Terminal at New York City 
and the Norfolk & Western Railway electrification in the 
Allegheny Mountains. 

The Pennsylvania locomotive has a single large motor 
mounted on top of the frames in the cab and connected 
by rods to quartered cranks on a jackshaft journaled in 
the frame and in the horizonal plane of the driving-rod 
axles. From the jackshaft, rods drive the wheels. 
Thirty-three of these locomotives have been in use for 
eleven years and have made an aggregate mileage of 
11,000,000. The locomotives have shown themselves to 
be reliable in service and of excellent tracking qualities. 


arrangement of 0-4-4 + 4-4-0. There is a single cab 

structure carried by center plates on an articulated sub- 

frame. The running gear consists of four bogie trucks 

with all axles equipped with motors. The intermediate 

bogies are rigid in respect to the subframes, and the | 
forward and rear bogies swivel on the subframes. These 

bogies are provided at the inner end with an extended 

arm which couples to the frame of the middle bogies 

and restrains the motion of the swiveling bogies by 

means of an adjustable slide. 

The Chicago, Milwaukee & St. Paul uses three differ- 
ent types of locomotives as follows: (1) The freight 
locomotive having a wheel arrangement of 4-4-4 + 
4-4-4, with motors axle-mounted and geared, each axle 
being equipped with a motor. (2) A type of high-speed | 
passenger locomotive with a wheel arrangement of 
2-4-8 + 8-4-2 and with a running-gear composed of four 
trucks, the two end trucks having two axles and the 
center trucks four axles each. The trucks are coupled 
by ball-and-socket drawbars. Excessive lateral oscilla- 
tion is restrained by an unsymmetrical mounting of the 
body, also by sliding side bearings. The superstructure 
is in three sections, the end sections containing control 
apparatus and providing a housing for the motorman, 
the central section carrying the train-heating equipment. 
(3) A passenger locomotive with a 4-6-2 + 2-6-4 wheel © 
arrangement and with a single cab mounted on sub- 


ames by center and spring side bearings. The running 
ear consists of two frames set back to back and con- 
nected by a swiveling - drawbar, each half comprising 
the same wheel grouping as a Pacific type steam loco- 
motive, i.e., a four-wheel guiding truck, three driving 
- axles and a two-wheel trailing truck. The motor 
arrangement involves twin instead of single motors and 
geared quill drive direct to the axles. 
The latest heavy, high-speed passenger locomotives of 
the New York, New Haven & Hartford Railroad have 
a 2-6-2 + 2-6-2 wheel arrangement, with six twin 
“A, motors geared to a quill drive. A single cab structure is 
— earried on an articulated substructure by center plate 
and side friction bearers. Each unit of substructure, 
or truck, has three driving axles and two radial single- 
~ axle trucks. The same railroad has in service three pas- 
_ -senger locomotives of lighter capacity, with wheel type 
@ 2-4 + 4-2. The cab is carried by two six-wheel articu- 
*, ~ lated subframes. Each of these consists of two driving 


~ axles with twin motors geared to a quill drive, and one 
pr ule axe radial truck. 

-In 1915 the Norfolk & Western Railway placed in 
service twelve locomotives with a wheel arrangement of 
_ 2-4-4-2 + 2-4-4-2, which are in reality complete double- 
- unit locomotives permanently connected by a drawbar. 
Each unit has a cab carried on two three-axle trucks 
connected at their inner ends. Each truck has two 
- driving axles and a radial leading axle. The cab is 
supported on the trucks by spring cushion friction plates. 
_No weight is carried on the center pins, which serve 
5 merely tc keep the cab in its proper position on the 
_ trucks. Each driving mechanism has two induction 
BS, motors geared to a jackshaft set between two pairs of 

i driving wheels. The mechanical effort is transmitted 
from the jackshaft gear to the driving wheels by means 
of parallel rods. 

For a proposed extension to service on the Norfolk & 
‘ ‘Western a more powerful locomotive has been designed 
but not yet contracted for. The wheel arrangement is 
(2-8-2 + 2-8-2, and the cab is mounted on the frame of 
each half-unit running gear, which consists of four 


the driving axles. Each pair of motors drives two pairs 
f wheels. from one pagestatt. eee is no connection 
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wheel type here is 2-6 + 6-2. 


Fig: 6 — Direct 
mounted armature drive. 

Fig. 7—Gearless motor 
quill drive. 

Fig. 8—Gear and side- 
rod (Norfolk & 
proposed freight locomo- 
tives). 

Fig. 9—Gear and side- 
rod (Pennsylvania freight 
locomotives). 
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Iceomotive in anticipation of an extensive electrification 
of its main line over the Allegheny Mountains. The 
Structurally the loco- 
motive has a single cab mounted on two trucks, forming 
an articulaied wheelbase. Each truck consists of three 
coupled driving axles and a forward radial single axle. 
Three-point suspension is secured by equalizing the 
driving axles, the centrally supported leading truck 
forming the third point. The cab is supported between 
the first and second pairs of driving wheels and has two 
side spring supports. Motors are carried outside the 
drivers, one pair for each truck. They are of the induc- 
tion type, each pair meshing into one jackshaft gear. 
This gear drives the wheels by means of rods. 

It is difficult to give precise indication of the probable 
future trend of American practice in electric locomotive 
design. The writer’s general conclusions, however, are 
as follows: 

The type of drive in which the motors are direct 


axle 


Western 


Top of rajl---< 
FIG.7 


geared to the axles is suitable only for slow-speed loco- 
motives, such as those for shunting or freight service. 
For the heaviest-requirements of freight haulage, how- 
ever, it is doubtful if this type is the best, because it is 
difficult to apply the drive to produce a stable wheel 
grouping; also because the heavy motor masses have a 
very low center of gravity and the weights which are 
not spring-borne are considerable. Large motors pro- 
duce severe side shocks in curving and with track in poor 
surface, and hub-liner wear is apt to be great. 

The quill-driven geared motors should produce better 
results, but only in degree. A quill drive has not been 
entirely satisfactory for very heavy service, because 
mechanically it is difficult to find space for conserva- 
tively designed springs. If the quill is not maintained 
normally concentric with the axle, severe bending 
stresses are set up in the springs, at each revolution of 
the wheels, whereas a helical spring should be subjected 
to torsional stresses only. 

The type of drive in which the motors are mounted 
rigidly on the axle requires many axles for heavy trac- 
tion and a wheel arrangement which is somewhat com- 
plicated and unfavorable for tracking. It has been used 
for high-speed. work, however, in cases where the track 
construction is of the heaviest character and its mainte- 
nance is of the highest order. Its field is limited to 
high-speed service because of the low output of the 
motors at low speeds. 

The type of drive in which gearless motors are 
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flexibly suspended around the axles may be used for 
high-speed passenger locomotives, with either alternat- 
ing-current or direct-current traction, but it is not an 
economical type as regards first cost of motors and it 
has a low center of gravity of the running gear. It is, 
furthermore, subject to the difficulty of securing durable 
spring driving mechanism. 

Gearless motors with rod drive are suitable for high- 
speed passenger work and allow the most desirable wheel 
arrangement and weight distribution for perfect track- 
ing qualities of the locomotive. The motors, however, 
are large and costly, because of their low speed, and 
their capacity is limited. The type is not suitable for 
low-speed service. 

Geared motors and rod drive offer the most- flexible 
and promising solution for passenger and freight loco- 
motive construction because of the allowable variation 
in wheel arrangement and in motor mounting and 
capacity. This type of drive permits perfect tracking 
qualities: for a great variety of designs and running 
speeds, 

Side rods connecting the various driving wheels are 
desirable in all types to prevent slipping of independent 
axles and thus to obtain maximum traction, especially 
with direct-current motors having series-parallel control. 

A combination of driving and carrying axles is 
desirable, also an unsymmetrical wheel distribution, to 
assist in proper tracking. 


FOR SUBURBAN PASSENGER SERVICE 50-TON, 70-FT. 
Motor CAR RECOMMENDED 


The greater number of steam railroad electrifications 
involve passenger service, frequently of the short-haul, 
commuter variety. Considerations of obtaining ade- 
quate power to maintain exacting schedules and a 
reduction of “idle locomotive movements have led to a 
desire in America to electrify all suburban services in 
order to permit the use of motor car trains. The 
maximum flexibility and relief under this kind of opera- 
tion is obtained by making each car of the train a motor 
car, and general practice is tending toward so doing. 
Best economy in equipment and maintenance cost is 
obtained by using two motors only and mounting them 
on one truck. 

A modern car of steel construction and about 70 ft. 
long over all will satisfy these conditions. It will weigh, 
without electrical equipment but including full passenger 
seated load, 50 tons. Two motors will give a capacity 
of about 500 hp. total for the car. With this capacity 
the most exacting local service schedules can be per- 
formed, if all of the cars of the train are equipped with 
motors. 

Such services are now given with alternating current 
and with direct current up to 1,500 volts. Motor-car 
equipments for 3,000 volts, d.c., have not yet been under 
practical trial on any steam railroad in America, 

As to trend of practice in- American electrification of 
steam railroads, it is not possible to draw. any definite 
conclusions, except that the field is narrowing to the use 
of two systems. These appear, in the present. state of 
the art, to be best adapted for heavy and for long-dis- 
tance railway operation. They are the 3,000-volt direct- 
current system and the 11,000- volt alternating-current 
system. 

It is too early to fix upon a standardization to an 
important degree for any system, much less to exclude 
any promising system, for the following reasons: 

1. Data are not yet available to permit a conclusion 
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as to the relative advantages and disadvantages of — 


alternating and direct current. 

2. It is too early to determine and fix the features of 
any one system to the extent required for useful stand- 
ardization, without restricting the future and desirable 
development of the system selected. 

3. Neither system, as now developed and applied to a 
typical general case, shows an advantage in first and 
operating costs. 

4. There is danger, in endeavoring now to arrive at 
one standard. system, of being unduly influenced in 
favor of one which is now enjoying the greatest use, and 
which may have been the only one available at the time 
of installation. 

It would appear that the development of electric 
systems is proceeding along normal and logical lines. 
However, there is some reason to feel that this orderly 
consideration of the subject may not continue, because 
of the views which are being expressed by those who are 
not engaged in operating the railways, but are con- 
nected with other industries, including manufacturing, 
telegraph and telephone service and power generation. 
While these interests have decided views and are ex- 
pressing them, the railroads, which must use the 
apparatus, have not considered it necessary actively to 
advocate any particular electric system. 

The writer wishes not to be understood to advocate 
any one system to the exclusion of another, but he con- 
siders the high-tension alternating current to have at 
present the greater number of demonstrated advantages 
for general railway use and to hold out the most promise 
for the future. Therefore, if it is thought necessary to 
standardize now, it appears illogical to select the high- 
voltage, direct-current system, which appears difficult of 
application to operating conditions. 


A WorD AS TO ELECTRIFICATION ECONOMICS 


As to installation and operating costs, the following 
may be said: The conversion of steam railways for 
electric operation remains an expensive proceeding, as 
it involves a complicated chain of apparatus to replace 
steam locomotives. The replacement costs can be saved 
in cases where a new railway is to be built, but in 
general this is not the problem. No definite statement 
can be made as to when it will pay to electrify; it will 
certainly not pay to do so for all trackage of all Amer- 
ican railways. The indirect as well as the direct econ- 
omies may, however, be large in many special cases. In 
terminals in large cities, on heavy gradients, for subur- 
ban passenger services and in certain cases for long-haul 
services electric traction has been a good investment. 

In cost of installation and operation there are no 
great differences between direct and alternating current. 


The writer has found, however, that such differences as ; 


do exist are in favor of the alternating current. 


Ship and Trolley Car in Collision 


HE first recorded collision between a ship and a 
trolley car is reported from Dublin, Ireland. The 
vessel, a three-masted sailing ship, the Cymric, was about 
to enter the Ringstead Dock and was waiting for the 
trolley car to cross the drawbridge at the dock entrance, 


but swaying with the tide her bowsprit projected over — 


the bridge and rammed the car, smashing the windows 
and terrifying the passengers, without, however, injur- 
ing anybody. The trolley car retained its balance and 
successfully crossed:the bridge. 
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Why Electrify the Chilean State Railways? 


ec Barndations of Special Commission Influenced Government to Plan for Extensive Substitution of 


_ trify at once the State Railways in what is known 
as Zone 1, surrounding Valparaiso and Santiago, 
is the result of the work of a commission which 
eported its findings in 1918 after elaborate study. 
Vhile the commission was engaged in its work, the 
ongestion in Zone 1, which had become severe on 
ecount of the traffic due to the World War, was in 


scomotives. Traffic demands had reached such a point, 
owever, that a considerable laying of new track was 
vitable unless the tonnage over the existing track 
could be increased. The commission found that elec- 
rification was the solution to the problem, particularly 
in view of the fuel situation, Chile being dependent to 
considerable extent on foreign countries for fuel. 
In the issue of the ELECTRIC RAILWAY JOURNAL for 
ec. 3, 1921, page 991, the general features of this 
electrification project, involving 144 track miles, were 
me iven and illustrated, the statement being made that 
ay the initial order for equipment involved an expendi- 
S ture of $7,000,000. This order _was placed with the 
_ Westinghouse International Company. The- present 
article elaborates some of the detail suggested there, 
_ particularly with reference to track and traffic con- 
"ditions. 

GRADES ARE SEVERE IN ZONE 1 


The road is double-tracked between Valparaiso and 
ene a distance of 27 miles; between Ocoa and 
Lai Liai, 8 miles, and between Yungai and Mapocho 
Be ation; a distance of 14 miles, making a total distance 
0 363 miles of double-track line. The track is 5 ft. 6 
Sani, gage, laid on Chilean oak ties and rock-ballasted 
Practically the entire length of the line in the first 
zone. LEighty-five-pound rails are used between Llai 
Liai and La Cumbre and between Calera and Ocoa. 
ny The rest of the line between Valparaiso and Santiago 
: is laid with 80-lb. rails, while the branch to Los Andes 
‘is laid with 75-lb. rails. 


> 


\HE decision of the Chilean ‘government to. elec- — 


art relieved by the purchase of Mikado-type steam _ 


Uo aa for Steam to Save Fuel and Increase Track Capacity—Valparaiso-Santiago 
Section Selected for Immediate Transformation 


Transanaine Railroad 
‘0 Narrow gage) 
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of 


Longitudinal 
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ZONE 1 OF CHILEAN STATE RAILWAYS, SHOWING TRACK TO BE 
ELECTRIFIED AT ONCE 


The curvature of the line as a whole may be consid- 


-ered as of medium severity. The maximum curves are 


10 deg. and are located near Los Loros. On the eastern 
slope the maximum curve is 9.5 deg., located near San 
Ramon. The line between Batuco and Quilicura is prac- 
tically level, tangent track. 

The largest bridge, known as the Las Cucharas 
Bridge, is that over the Vina del Mar River near 
Valparaiso. This is a steel structure of the cantilever 
type, 440 ft. long, carrying two tracks. There are a 
number of girder-type bridges, up to 250 ft. in length. 


The six tunnels on the main line are known as Los ~ 


Maquis, Los Loros, Centinela, San Pedro and the two 
Paso Hondo tunnels, the latter being located onthe 
double-track section. The longest is San Pedro, 1,600 
ft. in length. The first three tunnels are located on 
the Tabon or maximum grade section between Llai Llai 
and La Cumbre. All the tunnels are dry except San 
Pedro, so that the problem of corrosion of overhead 
line material is not serious. 
to roof are not such as seriously to interfere with the 


Ar LA CUMBRE (THE SUMMIT) 


The clearances from rail 


. the level of the sea. 
‘The maximum grade 
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design of the overhead material or the locomotives. 
The grade conditions have always been an obstacle in 
the way of moving the traffic in the first zone advan- 
tageously. It has been necessary to maintain several 
helper sections to handle the freight traffic, while prac- 
tically all passenger trains require helpers ascending 
the Tabon grade be- 
tween Llai Llai and 
La Cumbre. With 
electric operation all 
helper service will be 
eliminated, except in 
connection with the 
freight trains as- 
cending the Tabon 
grade. This. maxi- 
mum grade is 2.25 
per cent, and the 
summit has an eleva- 
tion of 2,600 ft. above 


on the eastern slope 
is 1.81 per cent and 
is located near San 
Ramon. The eleva- 
tion of Santiago is 
1,800 ft. above sea 
level. 

The freight sage southbound from Valparaiso 
averages approximately 3,600 gross tons daily, while 
that passing Las Vegas in the same direction is 3,900 
tons. The northbound traffic is only slightly less than 
that of the. southbound. 

At present the freight trains going toward Santiago 
are made up of twenty to thirty cars each, an average 
trailing load of 550 tons. These trains are hauled by 
Mikadc-type steam locomotives assisted by a Borsig 
Consolidation between El Salto and Pena Blanca and 
on the Tabon grade. In the opposite direction a helper 
locomotive is used between Til Til and Rungue. 

With electric locomotives, 770-ton trailing loads will 
be hauled by one locomotive in either direction, except 
that in ascending the Tabon grade a second engine will 
be used. The trailing weights will be increased 40 per 
cent and the number of trains reduced approximately 
28 per cent. Through freight trains that now make 
the one trip in ten to twelve hours will go through in 
six to seven hours. 

Under normal conditions the express passenger trains 
carry six to ten cars, or a trailing load of 200 to 300 
gross tons, in either direction between Valparaiso and 
Santiago. Occasionally these trains are composed of as 
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PUERTO STATION IN VALPARAISO, STATION BUILDING ON THE RIGHT 
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many as ator cars, and helper engines are used | ; 
the.Tabon grade. The express passenger trains are i 
the accommodation of first and second class. passeng: 

traffic and are the fastest trains in the service, maki 
only a few stops in the 116-mile run. The omnibus 
trains, which make all stops between Valparaiso and 
Santiago, are always the most heavily loaded passenger 
trains in the service and carry cars for the accom- 


modation of first, second and third class passengers. 


The electric locomotives for this service will be capable 
of hauling ‘the 300-ton trains in either direction with- 
out the aid of helper engines on any section of the line. 

Local passenger trains are operated between Val- 
paraiso and Llai-Llai and intermediate points. At 
present many of these trains carry ten cars between 
Valparaiso and Vina del Mar, while the engine ratings 
provide for a maximum of twelve cars per train. 
These trains are composed of first, second and third 
class cars, usually hauled by one locomotive, as this 
section of the line does not have the most severe grade 
conditions. The electric locomotives for this service 
will be required to haul trains of 260 to 350 tons on the 
local runs, including the 300-ton trains of the Los 
Andes branch. : 

With electric operation it is proposed to reduce the 
running time of the fastest passenger trains between 
Valparaiso and Santiago from three hours and forty 
minutes to three hours and fifteen minutes. 


Baltimore Officials Like the T vio'Bdes 
One-Man Cars i 


THE UNITED RAILWAYS & ELECTRIC COMPANY 
BALTIMORE, MD., Jan. 24, 1922. 


To the Editors: | 

I have just read W. G. Gove’s criticism of an article 
by L. H. Palmer, president of the American Electric 
Railway Transportation & Traffic Association, and an 
particularly interested in Mr. Gove’s statement concern 
ing the question of standardization. 

I believe that standards are of great value; in fact 
the street railway industry without standards couk 
not make proper progress, and I do not believe, by an} 
means, that the standard Birney car is the last wor¢ 
in safety car construction. Many of its details hav 
not been carefully worked out, and certainly these fants 
should not be considered standards. 

I do not consider that any of us mechanics are quali 
fied to make the statement Mr. Gove does in the firs 
two lines of the third paragraph of his letter, as th 
selection of the proper type of car is a decision tha 
should be made from the operating standpoint by th 
operating man. A. T. CLARK, ~ 

Superintendent Rolling Stock and Shops. 


THE UNITED RAILWAYS & ELECTRIC COMPANY — 
BALTIMORE, MD., Jan. 24, 1922. 
To the Editors: : Be 
I wish to reply to the letter dated Jan. 14, 1922, pub 
lished in your Jan. 21 issue, on page 114, by W. 
Gove, superintendent of equipment of the Pen 
Rapid Transit Company. It is evident that the subje 
is not yet clear in Mr. Gove’s mind, and this is | 


tement made in the third paragraph of his 
ee tee Aariey standard car is without 


ii “and tra hae ‘as in use in Baltimore and other 
ces, is a distinct. improvement over the so-called 
dard Bee ear; we would not by any stretch of 


S. sure this applies to. es but we are against 
andardization when. it means forcing something down 
hroat of the industry, which is not as adequate 
efficient as another design, and that apparently is 
at is in Mr. Gove’s mind. 

“The proof of the pudding is chewing the string” 


ne interested in the purchase of additional one-man 
s to come to Baltimore and see the two types in 
peration. I am sure that one-half an hour spent in 
‘ching the operation during any rush hour period 
ill ‘convince any practical operating man of the justi- 
eation of our position. I say this with full confidence, 
ause several “doubting Thomases’’ have already 
en. convinced by this method. Here and now, I 
end an urgent invitation to my good friend Gove to 


vinced. 

ar from blocking the Sees of progress, we are 
ng to improve conditions, and we suggest-io our 
riends in the industry, if they are still doubtful about 
his question, that they come down and let us show 
hem. It would be a great pleasure for any of us to 
e enough time thoroughly to demonstrate to Mr. Gove 
1 any one else, just why the newer design is so 
iperior to the old one. L. H. PALMER, 
ea : Assistant to President. 


read ee interest the editorial appearing in your 
ie of Dec. 31 relative to the issuance and use of 


lway properties is that each is quite similar to a 
ther with her children. Each one thinks that her 
wn are paragons of excellence, so I cannot refrain 
om calling your attention to the transfer in use on 
S company’s property. 

a he prevailing idea that seems to exist with railway 
‘operties is to restrict a passenger to a specific line 
1 ata specific point when a-transfer is made, with 
ult that transfers as a rule are so complicated 
wing on the face on just what line they are valid 
he conductors themselves get confused, make 
us errors and provoke unfavorable criticism of 
ole transfer system. 

r policy in Birmingham is that we are not par- 
aie. interested in just what line a man uses a trans- 
so he does not make a round trip for one fare. 
re therefore adopted a transfer which indicates 
of it the point at which, or points between 
th “passenger boards the car. The transfer is 


pened: Afvean. pitapics Bier, the arriving time 


cording to an old adage, and we cordially invite any 


jump on a train- for Baltimore and come down a be 


nsfers, and I suppose your conclusion regarding 
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of the car at its ‘terminal, which is usually the central 
business district, and the transfer is then good up to 
and including the first car passing a transfer point 
after the time punched, provided it does not take the 


passenger back in the direction from which he came. 


The station master punches the month with a tri- 
angular punch when the transfer is issued. The con- 
ductor then punches the date, the time and the point of 
origin on the transfer. 

By the use of this transfer, conductors on regular runs 


_ are usually familiar with the approximate number of 


passengers they will receive requesting transfers at 


Consitions governing ti 
passenger using Z 
same, aro printed YoyX} 
on the reverse 


LE C. BRADLEY, Recelver: 


“} Birmingham Railway, 
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This transfer is to be used for the purpose of enabling the person to whom 
it was issued to complete a trip; without stopover privilege, from the point 
punched to destination by the mast direct route available, and it is valid es that 
purpose only. It is not good on any cer returning to the point punch 

Transfers will be issued only at the time of the payment of fare, aad at the 
wequest of the passenger. This-trensfer will not be accepted if mutilated or 
“more than one time or point of origin is punched. This transfer will be ancepted 
or passage on the first car leaving transfer pointafter time punched. 

Passengers are requested to examine transfers upon receipt of same, and in 
case of error.notify issuing conductor in order that error may be rectified: In 
the event of dispute as to the validity of a transfer, passengers are requested to 
vpay cash fare and report same to the office. 


It is a violation of the law to attempt to use a transfer issued to another person, 


= 
FRONT AND BACK OF BIRMINGHAM TRANSFER 


principal loading points, and at their leisure in approach- 
ing these points they are able to punch the point of 
origin and the time, so that there is no confusion and 
less opportunity for errors than in attempting to punch 
a dozen different destinations on a transfer when pas- 
sengers are boarding in large numbers and each passen- 
ger is asking for a different destination. 

We have a charge of 2 cents for a transfer, and this 
necessarily reduces the number issued to the passengers 
who actually desire to continue their journey on another 
car, and the misuse and abuse of transfers is minimized 
materially, as there is very little disposition on the part 
of passengers to purchase transfers and give them away 
or exchange them. For instance: During November, 
1920, this company lifted 938,711 transfers. During 
November, 1921, we sold 542,486 transfers, which indi- 
cates the disinclination of passengers to obtain transfers 
unless they actually desire to use them. 

I am inclosing a sample of the transfer mentioned, 
thinking that it might prove interesting, since the sub- 
ject has been discussed. - 

No doubt local conditions govern to a large extent tne 
character of transfer used, but wherever it is possible, 
local conditions permitting, to use a transfer such as is 
in use here, I believe errors by issuing conductors and 
misuse of transfers would be reduced materially. 

We use a different color of transfer for each line, and 
with the month and date being punched out by the 
station master and the conductor, we are enabled to 
effect a very considerable saving over the practice of 
printing the date in large figures on the face of the 
transfer. T. G. BRABSTON, 

Superintendent of Transportation. 
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New York State Men Wide Awake — 
Discussion at New York City Meeting on Jan. 24 Showed Keen Interest in Reducing 


Platform Labor Cost, Insuring Reasonable Conditions in Regard to Com- 
pensation Claims and Promoting Relations of Mutual Value 


T THE twenty-fifth -midwinter 
AA meting of the New York Elec- 
tric Railway Association, held at 
the Astor Hotel on Jan. 24, three 
principal subjects were discussed: One- 
man car operation with double-truck 
cars; workmen’s compensation claims 
as a continuing and increasing liability 
to railway companies, and one year’s 
experience with the cost-of-service plan 
in the city of Rochester, N. Y. These 
topics were carried in papers prepared 
respectively by H. S. Sweet, engineer 
of equipment New York State Rail- 
ways, Syracuse; Martin E. Burke, 
assistant general attorney Interborough 
Rapid Transit, New York City, and 
Charles R. Barnes, Commissioner of 
Railways, city of Rochester. Abstracts 
of the three papers appear elsewhere 
in this issue. 
President W. O. Wood, New York 
& Queens County Railway, presided 


at the morning and afternoon sessions ' 


and at an informal dinner in the even- 
ing. About 200 men were in attendance. 


ONE-MAN DOUBLE-TRUCK CAR 
WITH TURNSTILE 


The program -opened with Mr. 
Sweet’s paper, which he read. He then 
showed lantern slides made from photo- 
graphs and drawings to illustrate the 
paper. This discussion was opened by 
W. H. Collins, Gloversville, who re- 
ported using a few one-man, double- 
truck cars. He considered the turn- 
stile plan described by Mr. Sweet to 
be promising. W. J. Harvie, Auburn, 
stated that his company operates one- 
man cars satisfactorily with entrance 
and exit at the front. He asked as to 
the saving in duration of stop which 
results from the turnstile plan, and 
called attention to the effect of bad 
weather. Mr. Sweet replied that with 
light traffic and seated load there is 
little saving, but in rush-hour and other 
heavy traffic the stop is reduced from 
20 to 25 per cent. Stating that in 
Auburn the boarding and alighting acci- 
dents with one-man ecars are negligible, 
Mr. Harvie asked regarding this feature 
with the new cars, and especially as to 
the effect of two doors being open at 
once.. Mr. Sweet replied that careful 
investigation had shown the turnstile 
cars to be slightly safer than others. 
He attributed the smaller number of 
collisions with vehicles to the fact that 
the car is at rest when fares-are being 
collected. There was no trouble due 
to the opening of the front and rear 
doors simultaneously. 

President Wood suggested that the 
new plan has been in use but a few 
months. It will require a year’s ex- 
perience before a definite conclusion 
regarding it can be reached. Mr. 


Between Cities and Railways 


Sweet pointed out, however, that the 
turnstile cars had come through the 
Christmas rush successfully, in Syra- 
cuse and Utica, with a satisfactory 
‘accident record. Further, as to sched- 
ules, the timetable department finds 
these to be well maintained. B. E. 


Tilton, Syracuse, said that after three 


months, one-man operation had reduced 
boarding accidents 65 per cent and 
alighting accidents 45 per cent. Records 
were made on a car-mile basis, al- 
though passengers handled might be a 
better basis. ~ 


THE TURNSTILE CAR AN EVIDENCE 
OF SALESMANSHIP 


In reply to a number of questions 
Mr. Sweet stated first that there is 
no trouble in fare collection, the in- 
spection plate in the fare box being 
brightly illuminated. Again, the turn- 
stile- normally permits only entrance 
but can be unlatched to let passengers 
out in emergency. Finally, the public 
likes the turnstile plan. 

A. J. Manson, Westinghouse Electric 
& Manufacturing Company, expressed 
appreciation of the new car plan as 
an evidence of transportation §sales- 
manship. This device improves service 
and suggests that in “doing something 
different” the railways advertise their 
service, : 

C. H. Beck, Westinghouse Traction 
Brake Company, said it is interesting 
to hear the one-man car referred to 
in the past tense, which indicates the 
progress made recently. As to the 
double truck, one-man cars, the pro- 
ponents of the Birney car had no idea 
of flooding the country with single- 
truck cars to the exclusion of the 
larger ones. The railways must operate 
these large cars, but the Birneys must 


be credited with establishing the prac- © 


tice of one-man _ operation. Once 
established, this practice can now be 
extended until practically all cars are 
so operated. 


SINGLE-TRUCK HAs WIDE FIELD 


Mr. Beck called attention to the gen- 
eral characteristics of city travel which 
are favorable to the small car and 
which involve picking up a load and 
delivering it at different points, al- 
though. the operation of some lines 
involves loading and unloading simul- 
taneously. In Baltimore there is a 
“crescent” cross-connecting line of this 
sort on which the safety car has stood 
the “acid test.” 

H. W. Blake, ELectric RAILWAY 
JOURNAL, asked Mr. Sweet these ques- 
tions: (1) What would be the effect 
of the new plan on short-haul pas- 
sengers, due to their having to force 
their way through -the car? 


(2) How © 


ss tay ee ae 


7 


does the turnstile car compare with the- 


‘two-door safety car? Mr. Sweet re- | 


‘plied that with any near-side car the 
front is crowded in rush hours. The, 
short-haul rider like others has diffi- | 
culty in boarding.- This is more serious 
than his.being forced to crowd his way ¢ 
from rear to front. 4 
Asked by Mr. Wood as to the sacrifice , 
of seating capacity due to the turnstile, ] 
Mr. Sweet said that while some seating : 
capacity is lost with the Peter Witt 
cars, the standing capacity is increased. — 
With the rear-entrance cars some stand- — 
ing room is used but with other one- ¢ 


man cars the rear platforms are not 1 


usually filled anyway. He also an- — 
swered F, A. Stratton, Mount Vernon, 
who asked as to odd-coin fares in 
relation to the new plan, by saying — 

that there is no trouble in collecting then ; 
6-cent fare in Syracuse and the 8-cent © 
fare in Utica. Locked boxes are used. 


ONE-MAN CARS IN BROOKLYN 4 


C. E. Morgan, Brooklyn, said that 
the Brooklyn Rapid Transit Company — 
operates 256 one-man cars of which ~ 
206 are standard Birneys. The others © 
are double-truck cars with safety 
features. Experience with these has — 
taught the importance of fitting the — 
type of car to the service. There is a 
limit beyond which the single-truck car f 
cannot go, and a larger car is de- — 
manded. Further, it may be-necessary f 
to employ two men in the rush hour — 
on cars otherwise one-man operated. — 

In all of this the type of car whatever — 
it is must first be “sold” to the em-— 
ployees and through them to the public 
if it is to be applied successfully. 


OVERLAPPING ZONES WITH ONE-MAN 
OPERATION iol 


A. V. Louer, Albany, started the 
discussion on a new tack by asking 
about the collection of fares on one- 
man cars in overlapping zones. His 
company is equipping double-truck cars — 
for one-man operation, but finds little ‘ 
information on this phase. He makes © 
two collections and finds that 80 per — 
cent of the traffic originates in the 
overlap. It is necessary to denies i 
passengers as they board. 

Mr. Collins said that he has a some-_ 
what similar problem on a line 
ning in two adjoining cities, where 
an 8-cent fare is collected in one city 
and a 12-cent fare in the overlap. The 
two fares are collected at entrance, 
and a double register is used. At first 
a surrender slip was used but it was 
found to be unnecessary as the operator 
could check his load at the edge - 
the first zone. 

Mr. Beck cited an overlap zone 
situation in Philadelphia, in whie 
” 


rte 
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e for ae collection of fares, 
Wood said that his case is similar to 
ose mentioned but with the additional 
al complication that the fare be 
collected at one time. 


-ONE-MAN CARS IN NEw YORK 


R. E. McDougall, New York City, 
st reported as to the use of one-man 
double-truck cars on the New York 
Harlem Railroad traction lines. In 
| uly, 1920, one-man operation was 
: we tarted on the 86th Street Crosstown 

line, 1.1 miles long. Thirty-five-foot 
> ears are used, eighteen being required 
- in rush hours; ten at other times. The 
operation is satisfactory and the pas- 
' sengers and men like it. After a year 

_ the plan was extended to the Madison 
- Avenue line and is now used for night 
service and for partial Sunday and 
_ holiday service. What is needed next 


This, Mr. Sweet said, will be put out 
oon on the- leis York State Railways 
ines. 
J. W. Welsh, American Electric 
Railway Association, pointed out that 
there are three passageways on the 
tandard type of double-truck car. 
- Does the new car, he asked, cut out one 
_ of these? Mr. Wood said that pas- 
_ sengers do not always use all of the 
passageways available to them; and 
_ Mr. Sweet added that the front door- 
way on the turnstile cars can be used 
r entrance if necessary. : 
Asked as to why three-quarters of a 
minute per mile is added to the sched- 
ak le with one-man operation B. E. 
ens said that this (which is an 
% Javerage and not a maximum allowance) 
is ‘not allowed on all lines and may 
pier be cut out. It was largely put 
es by the company because of the 
* newness of the service. 


a, ; 
re. Afternoon Session 


After a buffet luncheon, which was 
‘served in an adjoining room of the hotel 
- those in attendance, the discussion 
on the use of double-truck cars for one- 
man operation was continued. 
J. K. Punderford, vice-president and 
neral manager the Connecticut Com- 
y, told of its operation of cars by 
ne man. The company ’s present serv- 
eludes 132 Birney cars and forty- 
converted one-man cars. In addi- 
to these, all the double-truck cars 
Bridgeport are now operated with 
man. As the time afforded for 
anging to one-man operation was 
r short, these cars were not 
ipped with full safety devices. Mr. 
nderford also told about a method of 
llecting fares on a four-zone one-man 
us line operated by a company be- 
New Haven and Devon. The fare 
zone is 10 cents. The first two 
e operated pay-enter and pay- 
Passengers entering the bus in 
d zone receive a blue cheek 


-d 
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is a turnstile type of double-end car. 
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and those leaving the bus in the third 
zone must deposit in the fare box either 
a blue check-and 10 cents or 20 cents in 
eash. Those that enter the bus in the 
fourth zone receive a red check and 
those that leave the bus in the fourth 
zone must deposit either a red check 
and 10 cents or a blue check and 20 
cents or 30 cents in cash. Mr. Punder- 
ford also commented on the turnstile 
arrangement as described by Mr. Sweet 
and suggested that a pair of flappers 
might be used which would permit 
entrance but prevent passage in~the 
opposite direction, and on double-end 
cars these could be hooked back when 
not in use so as to give a free passage. 

A. E. Reynolds; general manager 
United Traction Company, Albany, N. 
Y., described the use of one-man cars 
on his road. The big problem which 
they have had to solve since the strike 
has been the breaking in and training 
of green men. The use of one-man 
operation has resulted in a slowing up 
of service to some extent, and the 
length of lay-over at the end of the 
lines has been extended in order to 
permit the men to make out their re- 
ports, which require extra time. 

Ernest Murphy, assistant general 
manager United Traction Company, 
Albany, N. Y., told of the work of the 
mechanical department necessary for 
the converting of the company’s cars to 
one-man operation. This work was also 
made somewhat difficult due to the use 
of men who were unfamiliar with car 
equipment. At present they are operat- 
ing eleven safety cars and eighty-eight 
remodeled cars. Of this latter number 
thirty-seven are single-truck cars and 
the remainder double-truck cars. A new 
feature is the use of the rear door, 
which is controlled by the operator at 
the front end. This control is effected 
at the air brake valve in a similar man- 
ner to that used on Birney cars, and in 
order to provide for individual opera- 
tion of the rear door or the front door 
or a combined operation of the two 
doors a selector valve has been added 
to the equipment. This valve is placed 
in the rear door position when opera- 
tion of the rear door is necessary, and 
then the control is effected from the 
air brake valve in the usual manner. 
Where it is necessary to operate the 
front door, the selector valve is placed 
in the front door position and opera- 
tion of this is controlled from the air 
brake valve. When both doors are to 
be operated, the selector valve is placed 
in the central position and operation is 
effected in a similar manner. 


WORKINGMEN’S COMPENSATION CLAIMS 


The discussion on this subject was 
initiated by a paper by Martin E. 
Burke, assistant general attorney Inter- 
borough Rapid Transit Company, New 
York. An abstract of this paper will 
be found elsewhere in this issue. 

The first delegate to discuss this 
paper was R. J. Messenger, claim agent 
Rochester & Syracuse Railroad, who 


‘said that company followed the prin- 


Through an 
which 


ciple of self-insurance. 
accident-prevention campaign 
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had been conducted the seriousness of 
the accidents had been decreased, 


‘though strictly speaking the number 


had increased because now reports are 
made on every accident, no matter how 
slight, in the shops. 

Charles R. Morrison, vice-president 
and general manager Utilities Mutual 
Insurance Company, New York, said 
that the cost. of insurance compensation 
was increasing, as New York had the 
most burdensome compensation law in 
the country, but it was having the effect 
of making employers more careful. He 
believed that all companies 
organize and get the public to organize 
to reduce accidents. While self-insur- 
ance could safely be used by large com. 
panies, a number of large companies 
had joined his insurance organization, 
so as to assist in giving it stability and 
to make it more désirable for the 
smaller companies. An advantage in 
mutual insurance was that it brought 
to each member the experience of all 
of the companies in accident reduction. 

B. E: Tilton, vice-president and gen- 
eral manager New York State Rail- 
ways, Syracuse, said he was a strong 
believer in safety campaigns. 

W. 4H. Collins, general manager 
Fonda, Johnstown & Gloversville Rail- 
way, said that company carried part 
of its own liability insurance and also 
carried part in the Utilities Mutual, 
and had got great help from the in- 
spectors of that company. He men- 
tioned a case where a trainman had 
made a claim for a dislocated knee. 
After about nine months, during which 
the company had paid between $890 and 
$900 for this injury, it had been dis- 
covered that the trouble complained of 
had been experienced by the trainman 
several times before and while on the 
invalid list similar trouble developed in 
the other knee. The conclusion reached 
was that the trouble was due to a 
disease and compensation was stopped, 
but the writer was uncertain whether 
the company had any redress. 

R. R: Hadsell, superintendent of 
transportation of City lines, Rochester, 
said that company had inaugurated | on 
Jan. 1, 1922, a safety campaign in 
which a feature was a campaign to 
reduce carelessness by automobile 
drivers. Committees were organized 
among the trainmen and violations of 
rules of the road observed on the part 
of automobilists were reported to a 
central officer, who either communi- 
cated the information to the city offi- 
cials or sometimes, if the offender was 
a truck driver, made a direct complaint 
to the owner of the truck. The method 
had proved most efficacious, not only in 
reducing such acts of carelessness, but 
in interesting the poll trainmen in 
accident reduction. 


DISCUSSION ON Mr. BARNES’ PAPER 


In the discussion on service at cost in 
Rochester J. K. Choate commented on 
the valuable work done by Mr. Barnes 
while with the Public Service Commis- 
sion of New York and said that he con- 
sidered that Rochester was particularly 
fortunate in having the services of such 


should _ 
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an efficient man. in helping to solve its 
tebnsnorietin problems. : 


THE BANQUET 


One hundred and sixty-eight railway 


and supply men attended the dinner 
in the evening. The speakers were 
Fred §S. Purnell, Congressman from 
Indiana, and Edward J. Rice of New 
York. Mr. Purnell’s subject was “The 
Turn of the Tide in American Prob- 
lems Today.” Mr. Rice’s subject was 
“What the World Needs—More Hu- 
mor.” In this particular instance the 
usual order was reversed in that the 
serious speaker came from Indiana 
while the fun was furnished by the 
gentleman from New York. 

Mr. Purnell did lighten up his talk 
with well-chosen humorous _ illustra- 
tions, but for the most part his plea 
was that the only “isms” which should 
be tolerated in America~ were Amer- 
icanism and patriotism. His introduc- 
tion to the diners by Toastmaster Wil- 
liam O. Wood was with one exception 
the shortest in his career, Mr. Purnell 
said. 

The speaker asked that the diners 
try occasionally to picture themselves 
in the place of their representatives in 
Washington. Recently one of Mr. Pur- 
nell’s constituents had written him 
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astene him % try to reduce taxes, in- 
crease wages, lower the tariff and find 
a loophole in prohibition. Many dif-— 
ferent interpretations were put on the 
same thing in different parts of the 


country. Thus he learned on a recent 
er relative weights given to the advantages ~— 


tour of investigation that to the farm 
of Maryland the corn crop there meant 
something entirely different from the 
200 gallons to the acre interpretation 
of the Kentucky farmer: Mr. Purnell 
thought that the problems of recon- 
struction were infinitely greater than 
those of the war. 
was rampant in the country. This spirit 
was dormant in some, but outspoken in 
others. He said that two things were 
needed at this time: First, a definite 
program for looking after the needs 
of the workingman. Second, a plan to 
help every workingman to own his own 
home. 

Mr. Rice told one good story after 
another. A story of his especially 


pleasing to the railway men was one - 


about a Jewish crew, recently hired aud 
assigned to a dull run on the Spring 
Street line where the receipts were 
only a few dollars for the first day; 
they got disgusted the second day out 
and ran the car on Broadway, with 
returns so large as to attract the super- 
intendent’s attention. 


One-Man Car Operation with Double-Truck Cars* 


Seventy-Five Cars Have Been Equipped with a Turnstile ‘to 
Admit Passengers Who Pay as They Leave 


By H. S. Swrerr 
Engineer of Equipment, New York State Railways 


N THE spring of 1921 it was decided 
to try one-man car operation on sev- 
eral of our heavy carrying lines in the 
city of Utica, Our previous experiences 
with hand-brake, single-truck, one-man 
ears on a couple of shuttle lines and in 
the cities of Rome and Oneida had made 
us anxious to extend this type of service. 
During the greater part of the day 
the schedule on the lines in Utica on 
which we contemplated trying out the 
one-man cars had as short a headway 
as was practical with the existing single 
‘track and location of switches. This 


*Abstract of paper read at midwinter 
meeting of the New York Electrie Railway 


Association, New York City, Jan. 24, 1922. 


made it desirable to use a one-man car 
as large as those which we were already 
operating with two men. The cars 
which were running on these lines were 
of two types: the double-truck Peter 
Witt cars, weighing 32,000 lb., and a 
few of the rear-entrance front-exit 
older pay-as-you-enter cars, weighing 
approximately 45,000 lb. The only 
changes made were to move the fare 
box and relocate some stanchions. The 
results obtained from these cars with 
one man showed that it was perfectly 
feasible to operate a double-truck car 
with one man and that the thing to 
decide in the future extension of our 
one-man car operation was the ultimate 


A rebellious spirit - 
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economic uateasiie ‘between buying the 
so-called safety cars or using our cee 
isting double-truck equipment. ~~ 
“There is much to be said on ote 
sides,” to use the old-time expression, — 
and the decision must depend on the ~ 


me 


and disadvantages of the different kinds 
of equipment. 
will vary greatly according to the con- — 
ditions under which the cars are to be 
operated, and which will hold in one © 
city will not necessarily be true in an-— 
other. In fact, while some lines might 
indicate advantages by use of one-man 
double-truck cars, other lines in the 
same city could be operated more eco- 
nomically with single-truck one-man — 
cars. 

In this problem, the maintenance per 
car-mile and the power consumption. per 
-car-mile should receive proper relative — 
value, as a car seating thirty-two pas- _ 
sengers and carrying fifty-five to sixty 
during rush hours should not be com- 
pared on a direct car-mile basis with 
a car seating forty-five to fifty-four pas- 
sengers and carrying from 115 to 125 
during rush hours. As it is necessary — 
for any company to have enough car 
carrying space to handle the peaks of 
traffic, the lower power consumption ~ 
and supposedly lower maintenance per 
car-mile of the single-truck car is offset, 
if not overshadowed, in the total main- 
tenance account by the fact that if 
larger cars are used, fewer are rene 
to handle the traffic. E 

The question of the maximum num- 
ber of cars it is necessary to operate 
is a very important factor as it has a 
direct bearing not only on maintenance, 
size of shops, accidents and power con- 
sumption, but also on platform time, 
money invested and congestion in the 
streets. It should also be remembered 
that to give the same riding qualities, 
the single-truck car requires a much 
higher degree of track maintenance 
than the double-truck car, which means 
that some track might require the ex- 
penditure of a considerable sum before } 
it would be suitable for single-truck 
cars. 

In making a survey of the advisa- 
bility of either single-truck or double-. 


truck one-man operation, one must not _— 


lose sight of the fact that the net re- 
turn on money invested is of paramount 


TURNSTILES APPLIED 'TO TWO TYPES OF ONE-MAN CARS IN SYRACUSE 


The relative weights 
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View AT THE LEFT SHOWS THE MOTORMAN’S MIRROR. VIEWS IN CENTER AND AT RIGHT SHOW TURNSTILE APPLIED TO PETER WITT CAR 


; importance and the comparative cost of gestion we would have reached this 
operating, maintaining, ete., different same decision on account of the greater 


_ secondary and, when taken separately, 
a should have no real weight in the deci- 
‘sion. Of course, if the company has 
- not enough equipment and has to pur- aT FRONT END 
chase some extra cars, a balancing of With the extensive introduction of 
these various factors might show that one-man double-truck cars we found 
- it would be advisable to get the single- what we had already anticipated to a 
_ truck car under some operating condi- certain extent, namely, that the conges- 
tions. 2 tion of boarding and alighting passen- 
As we intended to try out one-man- gers who were forced to use the same 
operation in Syracuse and extend this door for both entrance and exit slowed 
_ type of service in Utica, we investigated down the service. This, of course, is 
the single-truck and double-truck car true on the single-truck Birney car, 
_ one-man operation from the angles only to a lesser degree, as the car does 
mentioned above and others, not forget- not carry as many people. One cannot 
ting the possibilities of increased riding but notice this upon looking at some of 
which would result from any increase the photographs which advertise the 
_ of service that it would be possible to Birney car. 
_ give with the single-truck car. From the previous experience that the 
_ As a result we decided to use the railroads have had with the near-side 
_double-truck cars. It was practically car, this congestion and unwillingness 
‘mandatory in Syracuse, as the speed of of passengers after entering to go to 
cars during rush hours is considerably the rear was to be expected, for either 
_ slowed down by the number of cars and double or single-truck one-man cars 
other vehicles on the street, and to which have entrance and exit on the 
_ have used a sufficient number of single- same end are fundamentally near-side 
truck cars to handle this rush-hour cars. 
_ traffic would haye increased the conges- On cars with narrow front vestibules, 
tion materially. Even if we had been which operated on a line where there 
able to disregard the question of con- was much boarding and alighting at the 


double-truck operation. 


TURNSTILES REDUCE CONGESTION 


same time, this delay was a serious 
matter both to the schedule and the 
convenience of the public, especially 
during inclement weather. On cars 
with a wide front vestibule and double 
decors, the delay was considerably less 
but it was still a source of much annoy- 
ance. To remedy this trouble we tried 
remodeling different types of cars. 

On the lines which operated cars with 
large front door openings and not many 
points where simultaneous boarding and 
alighting occurred, the rear or the cen- 
ter doors, as the case may be, were put 
under the control of the operator so 
that he could us? them during rush- 
hour periods at points where an in- 
spector was stationed. This helped con- 
siderably, and we are operating more 
than eighty cars thus equipped. 

On the crosstown lines where single- 
end cars with narrow front vestibules 
are operated and where there was con- 
siderable. simultaneous boarding and 
alighting, we operated the car on the 
pay-as-you-leave principle with the rear 
door, which was placed- under control 
of the operator, used for entrance of 
all passengers. A turnstile was located 
at the rear entrance to allow passage 
in the entrance direction only. A mir- 
ror projecting from the front vestibule 
corner post gives the operator a com- 


PLAN SHOWING TURNSTILE APPLIED TO END ENTRANCE AND EXIT Car 
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FRONT AND REAR ENDS OF DOUBLE-END CAR—REAR Doors ARE OPERATED BY 


plete view of the outside of the car and 
rear step both day and night, for at 
night a bank of lamps placed over the 
rear step is arranged to light auto- 
matically with the opening of the rear 
door. After considerable experimenting 
as to the exact location and design of 
the turnstile, arrangement of the mir- 
ror, etc., we completely equipped one 
crosstown line in Syracuse in August, 
1921. 

At any time, but particularly during 
the rush hours, it is almost impossible 
to induce passengers to fill up the rear 
of the front entrance and exit type of 
ear. The turnstile rear-entrance type 
automatically took care of this load dis- 
tribution as the passengers knew that 
they would have to leave by the front 
door and therefore moved forward. It 
was soon apparent that this type of car 
could carry the public with less con- 
gestion at the doors and far better dis- 
tribution of load than our other one- 
man cars. : 

We then rapidly increased our one- 
man turnstile cars until today we are 
operating with this type three lines, or 
about forty-five cars in Syracuse and 
all the crosstown lines (or thirty cars) 
in Utica. We are also experimenting 
with equipping the Peter Witt and 
double-end cars with turnstiles and have 
had such good success with the Peter 
Witt cars equipped with turnstile at 
the center door that we are going to 
equip many more in the near future. 
The double-end car does not as readily 
lend itself to the turnstile and we have 
not yet operated any thus equipped. 


If the operating company decides to 
use safety features, the double-truck 
one-man car lends itself readily to any 
type of safety feature used in single- 
truck cars. 

In fact, we are operating in Syracuse 
on some of our one-man cars the so- 
called “dead-man” control and other 
safety features, somewhat similar to 
the standard Birney car only they give 
more protection. in various ways. On 
the turnstile type of car the turnstile 
is freed automatically during an appli- 
cation of emergency brakes, thus allow- 
ing the rear or center door to be used 
as an exit. 


DOUBLE-TRUCK ONE-MAN Cars 
SATISFACTORY 


From our experience in double-truck 
one-man operation, we believe that in 
its present form it opens up great 
possibilities for economies in the opera- 
tion of cars in large cities and heavy 
traffic, and that any railroad company 
which contemplates one-man car oper- 
ation should make a careful investiga- 
tion before deciding whether it is going 
to operate with single or double-truck 
equipment, If a company must pur- 
chase new equipment, it should be sure 
to get the proper kind of car for the 
service desired, and in many cases the 
double-truck one-man car will prove to 
be the most economical when everything 
is considered at its proper value. 

In conclusion, I might say something 
regarding the difference in running time 
with one man or two men operating 
the same general size of double-truck 
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car. We have found it was only neces- 
sary to increase our running time on 
our present one-man car a maximum 
of three-quarters of a minute a mile 
over two-man operation, and this in- 
crease is during rush hours only and 
not on all lines. It should also be re- 
membered that double-truck one-man 
operation is in its infancy and that with 
further education of the public and de- 
velopment of change and transfer-is- 
suing machines, the car will undoubtedly 
be as fast, if not faster, than the older 
ears of the two-man pay-as-you-enter 


type. 


Service-at-Cost in Rochester* 


Advantages of Continuous Over Inter- 
mittent Supervision—One Year’s 
Experience with Plan Successful 


By C. R. BARNES ; 
Commissioner of Railways in City of 
Rochester and formerly head of electric rail- 
way division, Public Service Commission, 
State of New York, Second District. 
“ EY, BILL! We must be sure and 
flag the steam crossing today, as 
there is a public service commissioner 
in town.” 

This instructive information was 
given by a conductor from the tail end 
to his motorman on the front end of a 
car on which I was the only passenger. 
At the time I was chief of the electric 
railway division of the Public Service 
Commission. Upon my arrival in the 
city, an hour before this took place, I 


*Paper presented at midwinter meeting 
of New York Electric Railway Association, 
New York, Jan. 24, 1922 
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told him I had come to make an inspec- 
- tion of his road. This information had 
evidently filtered through to the car 
ae _ crews. 

2 _ “Train 1004 was three minutes late 
last night, causing a hole of six 
- minutes, resulting in two packed cars 
on the Park Avenue line. What was 
_ the cause and what will be done to pre- 
- vent a recurrence?” 

These remarks were made by the 
_ Commissioner of Railways to a repre- 
- sentative of the operating department 
_ of the New York State Railways in 
Be the commissioner’s office at one of the 
_ conferences which are held daily with 
the operating department for the pur- 
pose of analyzing the service of the 
_ day before. 
__was the check of the service which is 
_ made daily during the morning and 
_ evening rush hours on all of the lines 
f in the city of Rochester. 

= These two typify the practical re- 
sults of intermittent and_ periodical 
state regulation of service on electric 
_ railways, as compared with the de- 
_ tailed, thorough and continuous super- 
_ vision of service made possible under 
_ .service-at-cost operation. 
; latter, the amount and character of 


> 


the service are subjects of every day 


- observation and control by the commis- 
_ sioner and his assistant. Under the 
_ former, it is not practicable for the 
State to employ the number of people 
necessary continuously to check service 
_ on all of the electric railways in the 
State. My experience, covering a 
_ period of twenty-five years, in this 
_ work stresses the fact that the rail- 
- way manager is human and is governed 
_ by the same instincts which cause the 
district school teacher to dress up the 
_ school for the visit of the trustees. 
For this reason, no matter how 
‘serious the complaint against service 
may be, on inspection by the public 
service commission, in some cases it 
is found to be adequate and satisfac- 
tory. Under service-at-cost operation 
ri the manager is deprived of this prerog- 
ative and must be on the level at all 
_ times as his service is under continuous 
scrutiny. 


RESULTS OF FRANCHISE AND CAUSES 
/ FoR Its ADOPTION 


In Rochester the New York State 
Railways’ lines, city and suburban, 
have been operated since August; 1920, 
under, a service-at-cost contract, the 
terms of which have been given wide 
publicity. They include a varying rate 
of cash fare from 3 to 10 cents, with 
a reduced ticket fare in each case. 
The fare to be charged is contingent 
upon the net revenue, the company re- 
ceiving a return based upon physical 
valuation and inversely affected by the 
2 ate of fare. The operation up to the 
present has been under a 7-cent cash 
and a 6%-cent ticket fare. The return 
_to the company at this rate of fare is 
6 per cent. The gross revenue for the 
year ended July 21, 1921, was $5,009,- 
95.91. After deductions provided for 
the contract, which includes the re- 


had called up the general manager and 


The basis of the remarks ~ 


Under the 
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turn to the company on the appraised 
value of the property, there was a 
deficit of $133,998.48 for the year. 
Operations since Aug. 1, 1921, indicate 
that the present year will show an 
improved financial condition. 
Rochester is known in street railway 
circles as the home of the ‘“Quinby 


-Case.” In this case the courts held the 


limiting 5-cent clause in the franchise 
to be valid. These court decisions were 
reached after a-legal battle between 
the city and the company extending 
over several years. The natural out- 
come of this controversy was an ex- 
tended public sentiment against the 
corporation. This was aggravated by 
the fact that under a 5-cent fare the 
company was obliged to curtail its 
service beyond the requirements of 
comfort and convenience. 

The service-at-cost contract was the 
result of a “get together” effort on the 
part of the city and the company. The 
success of this plan of operation in the 
city of Rochester can be judged by the 
fact that prior to the execution of this 
contract the press of Rochester, both 
editorially and locally, contained daily 
criticism of the company and the ser- 
vice furnished by it. The files of the 
Public Service Commission also were 
filled with complaints in regard to it. 
As indicating a change in public senti- 
ment, when the contract became effec- 
tive, the increase in fare from 5 to 7 
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cents was~ accepted without general 
protest. That operation under the con- 
tract is satisfactory to the people of 
the city generally is shown by favor- 
able newspaper comment, by expres- 
sions of city officials, numerous private 
citizens and civic associations. 

A year and a half of operation has 
convinced me that the service-at-cost 
plan, as applied to the city of Roches- 
ter, is beneficial and equitable, both to 
the riders and the company. It is 
‘especially beneficial to the company 
during periods. of business depression, 
guaranteeing it a stated return on in- 
vestment. It is of advantage to the 
riders during times of normal business 
and boom conditions, as during these 
periods it prevents the company from 
exploiting to the limit a fruitful field 
of revenue. In other words, it stabil- 
izes the amount street car riders shall 
pay and the amount the company shall 
receive. Further, it insures to car 
patrons the service for which they pay. 

I feel that the service-at-cost con- 
tract in the city of Rochester has been 
a complete success and has fulfilled 
every anticipation of the people, the 
city and the company. This has been 
largely due to the splendid co-opera- 
tion that has existed between the rail- 
way commissioner and the company, 
which has resulted in a service un- 
equaled in any city with which I am 
familiar. 


Workmen’s Compensation Claims* 


Considered as a Continuing and Increasing Liability to Electric Railway 
Companies—The Greatest Care Should Be Exercised in 
the Selection of New Employees. 


By M. E. Burkg 
Assistant General Attorney, 
Interborough Rapid Transit Company, New York 


Ves compensation was 
investigated by a commission of 
the American Federation of Labor, the 
National Civic Federation, and by many 
other commissions and persons in this 
country and abroad. The workmen’s 
compensation law of 1914 in New York 
State was drafted from scientific in- 
formation gained from such investiga- 
tions. It was and is the most liberal 
and humane law of its kind in the 
world. It would be supposed that a 
law enacted under such circumstances 
would stand until time and conditions 
required a change to be made. But we 
find that each and every year the law 
has been attacked, not by experts who 
understand its relation to industry and 
the principles upon which compensation 
is founded, but by solons who go to 
Albany for the first time and who be- 
lieve they see in the compensation law 
a means of gaining favor with some 
petty labor organization. Their attack 
consists in increasing each and every 
burden imposed by the law. 

The principle upon which industrial 
accidents were to be charged to the 
costs of production was that the burden 


*Abstract of paper read at midwinter 
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on the community would -be less than 
it was when adequate provision was 
made through public and private char- 
ity for taking care of injured workmen 
and their dependents. In theory the 
law was to do away with the necessity 
of extending charity by the community 
to those unable to work because of an 
accidental injury. The basis for the 
compensation was the charity that was 
generally extended in such cases. On 
such a basis, workmen would not extend 
their disability voluntarily. This theory, 
which was considered necessary to make 
the principle workable, no longer gov- 
erns our Legislature. The one purpose 
now seems to be to increase the com- 
pensation to a point where the em- 
ployee will get the same sum whether 
he works or remains idle; to do away 
with the waiting period so that weekly 
vacations can be taken with pay; to 
give to the employee his own doctor 
so that there will be no check by the 
employer when he does remain away. 
The difficulty with the present theory 
is that all men are not honest; that 
most men work because'they need the 
money; if they can get it without work- 
ing, they ask, why work? If it were 
not for the wiser heads in the Legis- 
lature, who do their greatest work in 
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killing vicious bills, organized labor 
would retire on compensation, or in- 
dustry would become bankrupt. Al- 
though the law is perfectly understood 
at present because of the decisions ren- 
dered in the last seven years, and al- 
though it stands supreme in the bestow- 
ing of benefits, yet, this year, we find 
the same bills with the same purpose 
in view. The schedules are increased 
about 80 per cent. The awards under 
the schedules are no longer exclusive. 
Double compensation for the disability 
period is allowed, which means gener- 
ally $40 per week. The deaf are to be 
compensated, which opens the door ta 
stupendous frauds ‘in this catarrhal 
climate. Many other changes are sug- 
gested, but it is unlikely that they will 
ever become the law in the present 
Legislature. It is hard to understand 
why supposedly intelligent. men should 
think that compensation costs should 
be increased, when wages and all other 
commodities are on the decline, unless 
we decide that it is done for political 
advantage. 

The theory that industrial accidents 
should be charged to the cost of pro- 
duction does not work well when ap- 
plied to common carriers who have their 
rates fixed by bodies over’ which they 
have no control, particularly when such 
bodies insist on*keeping the rate at 5 
cents regardless of the actual cost of 
transportation. 

The constitutionality of workmen’s 
compensation has been settled by the 
highest court. The law is here to stay. 
There is only one way to avoid all the 
burdens of compensation and that is to 
avoid the accident in the first instance. 
Consider the question in a twofold 
sense, compensation and prevention. 

The New York act permits the bur- 
den of compensation to be carried in 
four different ways; the best is self- 
insurance. Under self-insurance you 
pay exactly what accidents cost under 
the law. The avoidance of accidents 
will relieve you from payments. 


ACCIDENT PREVENTION WORK NEEDED 


Accident prevention of every kind 
brings its reward, not only in reducing 
human suffering but in decreasing costs 
for the carrier. The nearer perfection 
the equipment of the plant for the 
avoidance of accidents is, the less wil! 
be the cost of compensation. A strict 
compliance with the law regulating 
shops and factories will obviate acci- 
dents from antiquated and unguarded 
machinery. 

Accident prevention is not an experi- 
ment. Practically every one knows 
today of the common methods used to 
prevent accidents. But, because they 
are known, they should not be discarded 
on the principle that familiarity breeds 
contempt. The placards containing the 
numerous “Don’ts,’ “Safety First,” 
cards, lectures, inspectors who inspect, 
welfare workers, all have their place 
in this crusade. After the accident the 
first-aid man with the first-aid kit in 
readiness, the company doctors, com- 
pany nurses, proper hospital arrange- 
ments, are all necessary. 


-which should receive attention. 
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Granting that all this is done there 
is still something of vital importance 
PRG 
has ever been your experience to attend 
at one of the several hearing rooms in 
New York, where compensation awards 
are made, you must have been im- 
pressed with the low degree of intelli- 
gence possessed by the applicants for 
compensation. It would seem to demon- 
strate that employees who injure them- 
selves are of a low degree of mentality. 
They frequently not only injure them- 
selves but also other employees of in- 
telligence. Is it not a fact that suffi- 
cient attention is not given in the selec- 
tion of the man to fit the job? ; 


More CARE NEEDED IN ENGAGING 
EMPLOYEES 


Employers do not give to their em- 
ploying agencies sufficient thought. The 
man who is delegated to interview and 
employ applicants for positions should 
be of a high order of intelligence, know- 
ing human nature and the requirements 
of the positions to be filled—such a man 
as could fill the position of general 
manager and whose qualifications would 
justify. a commensurate salary. Such 
an employing agency would fill posi- 
tions with men who would compre- 
hend the dangers and necessities of 
their work with the result that there 
would be fewer accidents, greater effi- 
ciency in production, and less compen- 
sation to be paid. 

In conjunction with such an employ- 
ing agency we should have a qualified 
surgeon to examine applicants and pass 
upon their physical fitness to perform 


‘the superintendents and foremen should 
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the work required; to learn if they are 
suffering from ‘any occupational dis- 
eases with which the compensation act — 
is now burdened, also to learn if they — 
are suffering from any disabilities 
which the work they are required to do 
might aggravate, as the commission 
and courts hold that the employer must 
pay if such aggravation occurs. 

When we have secured the ideal force, _ 
receive attention as a matter of prime — 
importance. The foreman of sea 
should be something more than a mere ~ 
“driver.” He should have intelligence, © 
human instincts, and a perfect knowl- 


edge of the work to be done, so that 


inspiration and guidance will follow © 
from his supervision. With such a fore- 
man and force the known systems for — 
the prevention of accidents would be 
effective, as the men would be suffi- 
ciently intelligent to understand and 
appreciate their merit. 

It is true that in this country it is 
difficult to find men who will settle 
down and strive to become expert in © 
their various lines. This difficulty, I 
believe, is due in a large measure to 
the union card which permits the slov- 
enly and inefficient to fill the positions 
and receive the pay of the careful and © 
skilled mechanic. When organized labor 
gives the same thought to the vices 
within its. institution that it does to 
increasing. its powers and perquisites 
by legislation, a new era will have ar- 
rived which will see the improvement 
of the laboring man. Until such time 
every effort should be made to select 
only the best. 


The Utilities and the Public* 


Best Interests of Both Are Common—The Pertinent Aspects of Public 
Regulation Are Set Forth with Impressive Clarity 


By ARTHUR W. BRADY / 
President Union Traction Company of Indiana, Anderson, Ind. 


HAT which distinguishes public 

utility businesses from other busi- 
nesses is their relations to the public. 
The manufacturer or the merchant, the 
farmer or the laborer, can pick his cus- 
tomers at will. He can, generally 
speaking, deal with one and refuse to 
deal with another. He can charge one 
customer one price and another a lower 
or a higher price, or no price at all. 
The amount and the quality of his 
product are determined not by rule of 
law, but by his own wishes, ability and 
business sagacity. 

Not. so with a public utility. Its 
every step is compelled by legal require- 
ments or limited by legal restrictions. 
It has no option in the selection of cus- 
tomers, but must deal with all that 
offer, provided they fall within such 
reasonable classifications as may be 
established. It can make no differences 
between customers of the same class, 
but must treat all alike in matters of 
price and service. It cannot, as a rule, 
give its service or commodity away. It 


*Abstract of naper presented before In- 
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cannot even exchange that service or 
commodity for the services or com- 
modities of others, but must sell for 
money, the universal standard of value. 
Its charges must be reasonable and 
just. It may not itself determine the 
amount and character of service and 
commodity which it shall furnish, but 
must conform to legal standards of 
adequacy and quality. As the Indiana 
utility commission act puts it: ~ 


Every public utility is required to fur- 
nish reasonably adequate service and fa- 
cilities. The charge made by any public — 
utility for any service rendered or to be ~ 
rendered either directly or in connection 


_therewith shall be reasonable and just, and — 


every unjust or unreasonable charge for 
such service is prohibited and declared un- — 
lawful. 

Among the public utilities, using that — 
term in its common acceptance and not 
in the restricted sense of the Indiana 
statutes, are comprehended the great 
transportation systems of the country, 
the street and interurban railways, the 
telephone and telegraph companies, the 
concerns which generate and distribute 
electric current for light and power, the 
gas and water companies and a number 
of other callings of a quasi-public 


nature. It would be difficult to exag- 
eerste the importance of these agencies 
in modern life. Of those which deal 
with the intercommunication of men, 
Macaulay has spoken in often quoted 
words: : 
-- Of all inventions, the alphabet and the 
_ printing press alone excepted, those inven- 
e tions which abridge distance have done 
most for the civilization of our species. 
_ Every improvement of the means of loco- 
motion benefits mankind morally and in- 
. tellectually as well as materially, and not 
only facilitates the interchange of the va- 
rious productions of nature and art, but 
tends to remove national and provincial 
i antipathies, and to bind together all the 
‘branches of the great human family. 
Invested in the utilities are many 
_ hundreds of millions of dollars, repre- 
senting a large part of the accumulated 
_ wealth of the country. Their securities 
_ constitute a great share of the reserves 
of the savings institutions, the insur- 
ance companies, the trust companies 
and the banks of the United States. An 
_ illustration is found in the. fact that 
- according to the Comptroller of the 
_ Currency 70 per cent of the capital of 
the national banks was represented 
two or three years ago by such securi- 
Furthermore, so interwoven with 


2 

ties. 

; our industrial and social system have 
+ 

t 


these utilities become that their failure 
_ to keep pace in expansion of their facil- 
‘ities with the growth of population and 
industry would seriously retard and 
handicap the development of the 
country. Expansion, however, requires 
new capital 


: 
and 


in huge amounts, 


y capital cannot be obtained unless 
__ assured reasonable safety and fair 
: treatment. 

The facts thus briefly reviewed 


indicate the closeness and the import- 
ance of the relations between the public 
utilities and the public. So closely 
interknit are they that unless these 
relations be just and harmonious both 
the utility and the public will suffer. 
In order to insure the proper per- 
formance by the utilities of their duties 
_ to the public, systems of governmental 
regulation have been established on a 
large scale. Originally regulation was 
administered by charter or municipal 
franchise provisions, or by legislative 
enactment. As the country grew and 
_ prospered, the magnitude and intricacy 
_ of the problems involved became such 
that during the past half century, and 
especially during the past twenty years, 
_ the system of regulation through a 
- commission, authorized by the Legisla- 
_ ture and appointed by the chief Execu- 
tive, has become practically universal 
throughout the United States. These 
commissions are invested with extensive 
authority, the legislatures having as a 
rule delegated to them practically all 
_ their powers with respect to the estab- 
lishment of rates, the requirement of 
_ adequate service and facilities, and the 
_ prevention of discriminations. 
Objection is heard from time to time 
_ that these commissions, which repre- 
_ Sent the state as a whole and not 
_ Separate communities, invade the right 
; of local self-government, and threats 
of abolishment are made. It is worthy 
remark that the development over a 
ng period has been in the contrary 
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direction. So great are the public 
advantages derived from the commis- 
sion form of control that no state 
having once adopted it has returned to 
the former system of regulation by act 
of the legislature or by municipal con- 
trol, or by a combination of the two. It 
may be accepted as an established fact 
that the commission form of public 
utility regulation will never be perma- 
nently superseded by a system the defi- 
ciencies of which created the demand 
for present methods. 

In Indiana, commission regulation 
began with the enactment in 1905 of 
legislation creating a railroad commis- 
sion. That commission at first had 
jurisdiction only over steam railroads, 
but in 1907 its jurisdiction was extended 
to interurban railways. In 19138 the 
Shively-Spencer utility commission act 
was passed, and a new commission 
called the Public Service Commission of 
Indiana was created. The jurisdiction 
of the new commission embraces. the 
steam railroads under the railroad com- 
mission. act (which remains m force), 
the street and interurban railways, the 
telephone and telegraph companies, the 
heat, light, power, gas and water com- 
panies, and elevator and warehouse 
companies. Interurban railways enjoy 
the doubtful distinction of being regu- 


lated under either or both the railroad 


commission and utility commission acts. 

Among the powers conferred on the 
Public Service Commission of Indiana 
by the Shively-Spencer act is that of 
controlling the sales, consolidations and 
other transfers to the utilities, their 
stock and bond and other security 
issues, and the creation of mortgage 
and other liens ‘upon utility property. 
Control in such vital matters as these 
means that the property and financial 
affairs of every utility must be admin- 
istered as the state, acting through its 
commission, commands. 


THREE OBJECTS SOUGHT 


The fact is sometimes overlooked 
that the elaborate regulatory machinery 
which the state has thus erected, with 
all its provisions for control of property 
and finances and for utility valuations, 
when judged from the public stand- 
point, has three objects, and only three, 
namely: 

1. To imsure reasonable and just 
charges by the utilities. 

2. To require the furnishing of 
reasonably adequate service and facili- 
ties by the utilities. 

3. To prevent unjust and unreason- 
able discriminations by the utilities. 

When these objects are attained, the 
public needs are satisfied and the public 
rights are protected; but this is not all 
there is to utility regulation. A utility, 
also, has rights which must be respected 
and enforced. It has the right to 
demand that regulation shall not de- 
prive it of the opportunity to earn a 
reasonable return on the fair value of 
its property. This right is not given 
by the legislature or even referred to in 
the commission acts. It is conferred 
by federal and state constitutions. 

The mere observance and protection 


oz this right is not, however, enough to 
meet public or corporate needs. If 
adequate service is given, if improve- 
ments are to be made, if a utility is te 
grow and develop, it must be accorded 
such treatment with respect to rates 
and practices that it may compete for 
capital in the money markets of the 
country on an equality with other 
businesses subject to like risks. Other- 
wise, capital cannot be procured and 
development is impossible. Investors 
cannot be driven to pour their funds 
into unprofitable channels. 

The line between good regulation and 
bad regulation, whether judged from 
the public standpoint or the utility 
standpoint, is not the line between con- 
fiscation and non-confiscation; it is the 
line between the policy. which stunts 
utility improvement and growth and the 
policy which encourages and promotes 
utility improvement and growth. In 
that growth and improvement the in- 
terest of public and utility are one. 
High public authority has declared that 
the eventual success or failure of any 
system of regulation depends on 
whether that regulation is such as to 
check or to induce the flow of capital 
into the utilities. The only finished 
utility is a dead utility, and a dead 
utility means a dead community. Every 
live utility is growing, or struggling to 
grow. The Massachusetts commission 
has presented the fact in these forcible 
words: 

It should never be forgotten that our 
public companies are not finished, They 
are in process; they are constantly calling 
for new capital, and of recent years in in- 
creasing amounts. They must be kept on 
good trading terms with the investing pub- 
lic or the.whole experiment of private own- 
ership and public regulation of these pub- 
lic utilities companies will fail. It is as 
necessary to attract capital into the public 
service as it is to prevent the mismanage- 
ment of these companies or extortion by 
them. If regulation is to limit (as_ it 
should) the profits of stockholders to a 
moderate return, not greatly in excess of 
an investment rate, regulation must also 
protect, so far as it reasonably may, all in- 
vestments honestly and prudently made 
and properly managed in the public serv- 
ice; otherwise there will be no such in- 
vestments. It is entirely clear that in the 
long run the rate-paying public as well as 
the investing public will be best served if 
regulation makes as its fundamental guid- 
ing principle an attempt to protect invest- 
ments honestly and prudently made and 
wisely managed. Any other theory. in- 
volves essential injustice, tends to make 
the development of our public utility com- 
panies a speculation and not an investment, 
operates as a premium upon various kinds 
of .fraud; invites into the public service 
undesirable mnanipulators instead of sound, 
level-headed business managers; makes 
-every rate case an almost indeterminable 
and labyrinthine inquiry into values with 
endless conflicts between so-called experts. 

The facts which I have thus pre- 
sented are mere commonplaces to utility 
managers and to all students of the 
relations between utility and public. 
They must, however, be constantly 
borne in mind if any discussion of those 
relations be worth while. Good. regula- 
tion benefits both public and utility. 
Poor regulation harms both. Good 
regulation depends not merely on the 
wisdom, knowledge, intentions and 
courage of the regulatory commission; 
it depends also upon the relations 
between the public and the utilities. If 
those relations are pleasant and har- 
monious, the pathway to good regula- 
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tion has been smoothed and made easy. 
If strained and unhappy relations exist, 
the road of community, commission and 
utility will be rough and the stumbling 
places many. The greatest of all har- 
monizers is understanding. Says Solo- 
mon: 

Wisdom is the principal thing; therefore 
get wisdom, and with all thy getting, get 
understanding. 

Utilities as a class are fair. They 
want only reasonable and just rates and 
want to furnish good service. The pub- 
lic wants to be fair, at least it does 
not want to be unfair, yet public and 
utility frequently clash because neither 
understands the position of the other. 

In recent years we utility men have 
done much to present our problems and 
difficulties to the public, yet we have not 
done enough. Through the same period 
the public has learned much of our real 
situation, but it has not learned enough. 
It was once the common belief that 
every public utility was a source of 
great wealth, and many of the utility 
difficulties are due to that belief. Pub- 
lic knowledge of the true facts con- 
cerning railroad earnings, expenses and 
profits was gained only at the immense 
cost attendant upon governmental op- 
eration, a cost that the country will 
long continue to pay. 

Let us see that -the facts concerning 
the utilities are put fairly and fully 
before the public. There is nothing we 
are afraid to disclose. Full reports of 
our operations are, and for years have 
been, on file with the public Service 
Commission of Indiana, and in the case 
of some of us with the Interstate Com- 
merce Commission also. Our records 
and properties have been examined and 
rejorted on time and again by expert 
public officials. The facts demonstrate 
the smallness of the margin upon which 
public utility business is done. Let the 
facts be known to the people, and let us 
convince the public that we are trying 
to do the best we can with the means at 
our disposal to furnish good service. 
There will then be little ground for 
complaint of the relations between the 
utilities and the public. 


Budapest for the Next Convention 


RESIDENT SPANGLER of the 

Internationales Strassen und Klein- 
bahnverein has issued a notice that the 
second convention of that association 
will be held in Budapest in 1923. Meet- 
ings are held only every two years, 
and the last convention was held in 
Vienna, May 29 to June 8, 1921. The 
meeting in Budapest, it is hoped, will 
be held under somewhat better auspices 
as a longer time will be available for 
the preparation of reports. Members 
are requested to forward suggestions 
of questions they wish to be considered 
to the president, who is general man- 
ager of the Vienna Municipal Tram- 
ways. 

The next meeting of the executive 
committee of the association will be 
held in Stuttgart, at the time of the 
meeting of the German Street Railway 
Association, when it is expected that a 
preliminary program will be drafted. 


The membership of the association now 
consists of 855 members, made up as 
follows: (a) regular company members 
(owning 371 roads), 254; (b) regular 
individual members, 43; (c) special 
company members, 37; (d) special indi- 
vidual members, 21. 


‘New England Street 
Railway Club 


HE February meeting of the New 

England Street Railway Club will 
be held Feb. 2 at the Copley Plaza Hotel, 
Boston, Mass. There will be no after- 
noon meeting. At the evening meeting 
there will be a report of the committee 
on the development of one-man car, 
motor bus and trackless trolley. 

Dinner will be served at 6 p.m. 
Tickets are $2.50 each. The hotel 
management must be notified of 
reservations not later than Tuesday, 
Jan. 31. 


American Institute of Electrical 
Engineers 


HE midwinter convention of the 

American Institute of Electrical 
Engineers will be held in New York, 
Feb. 15-17. This is the first convention 
to be held under the new ruling of the 
board of directors which prescribes that 
four general technical meetings of the 
Institute be held each year. Technical 
sessions are arranged for Wednesday 
afternoon and evening, Thursday morn- 
ing and afternoon, and Friday morn- 
ing. On Thursday evening the Edison 
medal will be presented to C. C. Ches- 
ney, and Friday evening there will be 
the usual dinner dance. 


Suggests Commissioner-General 
of Transportation 


N A RECENT report rendered to 

the Chamber of Commerce of the 
United States, its committee on rail- 
roads recommends that the Chamber 
of Commerce urge Congress to enact 
appropriate legislation authorizing the 
appointment of a special administra- 
tive officer with the title of commis- 
sioner-general of transportation, to hold 
office subject to the will of the presi- 


dent and at a compensation prescribed 


by the president. 

The committee goes on to make 
several detailed recommendations with 
reference to the duties of this commis- 
sioner. Fundamentally, these resolve 
themselves into the suggestion that the 
commissioner should be selected be- 
cause of his expertness, familiarity and 
experience in transportation conditions, 
that he should study and report to the 
president, that he should assist the 
Interstate Commerce Commission and 
should be entitled to be heard at all 
hearings before any board, commission, 
bureau or other governmental agency 
in all cases involving transportation 
rates, fares, regulation of terminal 
charges, wages, working conditions, or 
other subject matter affecting inter- 
state transportation, and that he should 
be authorized to call on any department 
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of the government for any information 
as to interstate transportation matters. 

Most important, however, is the 
recommendation that “he should be 
authorized to grant federal charters to 
corporations proposing to engage in 
interstate transportation by land, 
water, or air, and upon application 
therefor, to convert state corporations 
so engaged into federal corporations, 
so that by such conversion the existing 
corporation shall not close or interrupt 
its business as a common carrier.” 

This report will be considered by the 
National~Council of the Chamber of 
Commerce at its meeting to be held 
in Washington, D. C., on Feb. 8 and 9. 

The committee on railroads, making 
this recommendation, consists of George 
A. Post, chairman; Walter S. Dickey, 
F. C. Dillard, Emory R. Johnson, 
Charles E. Lee, Thomas C. Powell, 
Wilmer W. Salmon, George W. Sim- 
mons, Alexander W. Smith, Harry A. 
Wheeler. 


Electric Railways Help 
Realty Values 


N AWN address delivered by Guy W. 

Wolf, Research Department, Cali- 
fornia Real Estate Association, before 
the annual meeting of that association 
Jan. 19, he showed that property values 
are dependent largely on transporta- 
tion facilities. He pointed out that 
realty men had a direct interest in the 
maintenance of good transportation 
facilities and urged them to exercise 
their influence to help produce a rea- 
sonable attitude toward the traction 
companies. 


American 


Association News 


1922 Convention Committee 
Appointed 
RESIDENT TODD has named the 


committee members listed below as. 


the committee on exhibit and location 
of the 1922 convention of the asso- 
ciation. This committee plans to make 
a preliminary survey to determine the 
consensus of opinion regarding exhibit 
and also location. It plans to report 
to the executive committee at Indian- 
apolis on Monday, Feb. 27, and will 
probably hold a meeting on Sunday, 
Feb, 26, at Indianapolis. 

Those who have ideas as to the 
nature of the convention which should 
be held—exhibit or no exhibit—and as 
to the best place should communicate 
their ideas to the chairman, J. J. 
Stanley. 


The names of the committee follow: © 


J. J. Stanley, Cleveland Railway, 
Cleveland, Ohio, chairman; H. H. 
Adams, Chicago Surface Lines, Chicago, 
Ill.; George O. A. Barnes, Galena 
Signal Oil Company, New York, N. Y.; 
Luke Bradley, Stone & Webster, Inc., 


January 28, 1922, 
Houston, Tex.; F. G, Buffe, Kansas City 
Railway, Kansas City, Mo.; T. W. 
7: Casey, National Pneumatic Company, 
New York, N. Y.; R. E. Danforth, 
Public Service Belbvay: Newark, N. J.; 

-F. H. Gale, General Electric Gompany, 

Schenectady, N. Y.; Edward M. Gra- 

_ ham, Bangor Railway & Electric Com- 

_ pany, Bangor, Maine; W. F. Ham, Wash- 
: ington Railway & Electric Company, 

- Washington, D. C.; H. Kenfield, Hlec- 
; trie Traction, Chicago, Til.; George R. 
_ Lyman, William Wharton, Jr, & Com- 

pany, New York, N. Y.; J. C. MeQuiston, 
_ Westinghouse Electric and Manufac- 

turing Company, East Pittsburgh, Pa.; 
; 3. E. Morgan, Brooklyn City Railroad, 

Brooklyn, N. Y.; E. B. Meissner, St. 
Louis Car Company, St. Louis, Mo.; 
HH. H. Norris, ELectric RAILWAY 
- JourRNAL, New York, N. Y.; D. E. 
Parsons, East St. Louis and Suburban 
Railway, East St. Louis, Mo.; A. M. 
_ Robinson, J. G. Brill Company, Phila- 
 delphia, Pa.; J. S. Thompson, American 
_ Brake Shoe & Foundry Company, New 
_ York, N. Y.; B. E. Tilton, New York 
State Railways, Syracuse, N. Y.; Wil- 
- liam Von Phul, Market Street Railway, 
--San Francisco, Cal. 


Resolutions on the Death of 


W. Caryl Ely and 

2. Henry J. Davies 
AT THE meeting of the executive 
committee of the American Asso- 
; ciation on Jan. 20 the following reso- 


' lutions were unanimously adopted: 
¢ RESOLUTION ON THE DEATH OF 
W. CARYL ELY 


Whereas, W. Caryl Ely from 1903 to 
1906 was president of what is now the 

American Electric Railway Association, 
_ and during those years took the lead- 
ing part in reorganizing the associa- 
_ tion and laying the foundation for the 
present organization, and gave un- 
_ stintingly of his time to the preparation 
of an enduring constitution and -in 
securing for it the support of the 
_ members at large; and 

Whereas, not only while president, 
but at all other times since he has been 
- connected with the association, he has 
_ taken a great interest in its affairs and 
_ has always been ready with his wise 
_ counsel and his broad legal knowledge 
to assist the organization in its many 
— Ways; and 

Whereas, through his personal charm, 
lovable nature and sterling character 
he has both endeared himself to a very 
wide circle in the electric railway 
_ business and won their highest respect; 
_ now, therefore be it 

Resolved, That the officers and. the 
executive committee of the American 
Electric Railway Association place on 
“ record the great loss to the electric 
_ railway industry and to the assocjation 
and to the members of the association 
individually caused by the death of Mr. 
_ Ely; and, be it further 

_ Resolved, That they take this means 
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in the electric railway industry, in 
which he spent so considerable part of 
his life, and, be it further 

Resolved, That these resolutions be 
spread upon the minutes of the com- 
mittee and a copy be sent to his im- 
mediate family. 


RESOLUTION ON THE DEATH OF 
HENRY J. DAVIES 


Resolved, That the executive com- 
mittee of the American Electric Rail- 
way Association by this minute records 
its profound sorrow at the death of 
Henry J. Davies. To Mr. Davies was 
largely due the inception, organization 
and continuing usefulness of the 
American Electric Railway Account- 
ants’ Association. The industry . is 
indebted to him for valuable and far- 
seeing efforts in the perfection and 
stabilization of electric railway ac- 
counting methods. As a member of 
many of the association’s committees, 
he performed marked service for the 
industry and for this organization. A 
clear thinker, a patient student, a wise 
counsellor, a sterling gentleman, a 
faithful friend, in the death of Henry 
J. Davies the industry loses an able 
executive, the association a valued 
member, while his co-workers in the 
field mourn a trusted and beloved com- 
panion. 

The secretary is instructed to spread 
this resolution upon the minutes of the 
committee and to convey a copy thereof 
to the family of the deceased. 


Executive Committee Recom- 
mends Individual Member- 
ship Modification 


T THE regular monthly meeting of 
on executive committee of the 
American Association, held in New 
York City, on Jan. 20, it was recom- 
mended to the membership that the 
following clause, in section IV, para- 
graph (c), relating to individual mem- 
bers, as adopted at the October, 1921, 
convention of the association and which 
reads as follows, shall be stricken out: 
“xcept that those eligible to election 
as defined in paragraph (b) and officers 
and employees of non-member com- 
panies shall not be eligible to election 
as individual members.” 

The committee had found that re- 
strictions not anticipated by the 
original wording of that clause were 
keeping several useful individual mem- 
bers from retaining their place in the 
association’s ranks. It was thought 
that the rest of the clause, which gave 
the executive committee the duty of 
admitting only those individual members 
who, in the committee’s mind, would 
be useful members of the association, 
was a sufficient protection. 

The proposed constitutional change 
will be voted on at the midyear meet- 
ing at Indianapolis on Feb. 28. If 
adopted, the executive committee will 
probably adopt a method of procedure 
which would make the committee on 
individual and company section mem- 
bership practically a board of examiners 
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for the applications for individual 
membership in the organization. 


OTHER MATTERS CONSIDERED 


The subjects and meetings committee 
reported the program for the Indian- 
apolis meeting as being complete. In 
addition to the program as printed in 
the ELECTRIC RAILWAY JOURNAL, issue 
of Dec. 31, page 1152, Chairman 
Emmons announced that Mrs. Antoi- 
nette Funk, lawyer and public speaker 
of Washington, D. C., would give an 
address at the midyear conference on 
“A  Woman’s Viewpoint of Electric 
Railway Service.” 

The committee on publicity reported 
as to the amount of newspaper space 
which had been devoted nationally to 
electric railway problems during the 
past month and also as to addresses 
by Labert St. Clair, director of the 
Department of Advertising, Bureau of 
Information and Service, at the Provi- 
dence, R. I., section meeting, and at 
the Indiana Utilities Association meet- 
ing at Bloomington, Ind. 

The membership committee reported 
a net increase of 559 to 564, with the 
following additions: Associate mem- 
bers—Republic Railway & Light Com- 
pany, Republic Engineers, Inc., Electric 
Bond & Share Company, Illinois 
Traction Company; new operating 
member—Indiana, Columbus & Eastern 
Traction Company. There were also 
six new individual members. 

Resolutions on the death of W. Caryl 
Ely and H. J. Davies were adopted as 
recommended by the respective com- 
mittees. 

On recommendation of the executive 
secretary, Mr. Welsh, and the presi- 
dent of the Engineering Association, 
Mr. Kimball, and of the finance com- 


_ mittee, the executive committee author- 


ized the executive secretary to add a 
special engineer to the staff. This 
is not so much an addition to the staff 
as it is the replacement of Mr. Welsh 
himself in his former position of 
special engineer. 

On recommendation of the representa- 
tives on the joint committee of Na- 
tional Utility Associations, the execu- 
tive committee authorized a contribution 
of $2,000 toward its expenses to 
continue the work under way. 

President Todd announced the ap- 
pointment of the exhibit and location 
committee for the annual convention 
in 1922. This committee is named else- 
where in these columns. 

The next meeting of the executive 
committee will be held Feb. 27 at 
Indianapolis, the day preceding the 
midyear conference. 

Those present at the meeting on Jan. 
20 were: President R. I. Todd; Vice- 
Presidents B. I. Budd, C. D. Emmons 
and J. N. Shannahan; presidents of 
affiliated associations, C. S. Kimball and 
L. H. Palmer; operating members at 
large, H. E. Chubbuck, H. G. Bradlee 
and R. P. Stevens; manufacturer mem- 
ber, George Tontrup; Past-Presidents, 
A. N. Brady and L. S. Storrs and 
Executive Secretary J. W. Welsh. 


News of the Electuc Ralva 


FINANCIAL AND sCORPORATE 


PERSONAL M Su ION 


_ TRAFFIC AND TRANSPORTATION 


Service Being Restored 


Strike at Richmond Enters. Second 
Week—Company Building New .. 
Personnel}; we WW 


The second week of tke strike %n the 
railway lines of the Virginia Railway & 
Power Company finds thé “company 
gradually restoring Service with new 
men and with alliefforts: of thet authori- 
ties to find a-‘basis of aEpiara tion so 
far unsuccessfulic 

General Manager Harvaly suid that 
there were forty-two cars in operation 
in Richmond on Jan. 24, while eighty- 
two were in operation in Norfolk. The 
men in Petersburg refused to go out. 
As the situation stands therefore service 
is normal in Petersburg, is approaching 
normal in Norfolk and is about forty 
per cent normal in Richmond. As for 
Portsmouth, no effort has as yet been 
made to resume service there. Service 
on the Richmond-Petersburg Interurban 
line has been partly resumed. 

The strikers continue their orderly 
attitude and have given the police little 
trouble. Many of the old men are run- 
ning jitneys and others are acting as 
jitney starters at important corners, 
assisting passengers into motor cars 
and seeing that they are properly 
directed. 


COMPANY REBUILDING FOR FUTURE 


About 300 jitneys are in operation and 
hundreds of private cars which make 
no regular charge and going up and 
down the streets with placards inviting 
people to ride free rather than patronize 
the street cars. 

Pressure is being brought on the com- 
pany by the municipal authorities of 
both Richmond and Norfolk to arbi- 
trate. President Wheelwright has sev- 
eral times agreed to arbitrate wages 
provided the same arbitrators were em- 
powered to arbitrate fares, thus settling 
the problems of the-income and the 
outgo. Without some provision made 
to raise the money, Mr. Wheelwright 
has declined to enter into an arbitration 
on the question of wages alone. In 
Norfolk it is proposed to make the 
small one-branch Council the arbitra- 
tors. Richmond still has the old- 
fashioned two-branch Council of thirty- 
two members. 

The Richmond City Council has in 
fact adopted resolutions demanding ar- 
bitration. It holds over the head of the 
company the threat that if it does not 
consent to arbitration, the Council will 
revoke the 6-cent fare privilege granted 
more than a year ago, and require the 
company to revert to the fares named 
in the franchise—six tickets for a quar- 
ter and two tickets for 5 cents before 
7 am. “Since the company has com- 
plained of a large falling off in the 
number of persons riding in the last 


year, while the population of the city 
has increased, a number of councilmen 
hold to the belief that the company 
would in the long run be better off with 
a 5-cent fare than with the present 6- 
cent fare. The company asked forty- 
eight hours in which to reply to the 
ultimatum of the City Council. 


On Jan. 22 fifty men were brought- 


to Richmond through a labor agency 
from the North. The company avoided 
employing the term strike-breakers in 
its statement regarding its use of these 
men, but it is admitted that they are 
experienced men. On Monday these 
men refused to work unless allowed to 
operate in pairs. .General Manager 
Harvell insisted that all of the imported 
men go out as motormen, each with a 


conductor who was a local man and- 


knew the run and the city. The men 
refused to work under these conditions, 
and after some palaver were summarily 
discharged. 

No further efforts, it was stated on 
Jan. 24, would be made to obtain strike 
breakers, but every day the company 
is taking on men, many of whom have 
in past years had street car experience 
here or elsewhere, though it is admitted 
that there have been few if any deser- 
tions from the union ranks. Each day 
an additional number of cars is in oper- 
ation and the company promised for 
Jan. 25 a service on all lines at least 
50 per cent normal, with the reopening 
of several suburban lines which have 
been -without service since the strike 


_began. 


The company will have nothing fur- 
ther to do with the strikers. It says 
that they have now been discharged. 
If there is to be any arbitration or 
change in the wage scale, the company 
officials assert it will be by agreement 
with the men now working—not with 
those who quit their posts to go on 
strike and who have since been formally 
discharged. The unionizing of the sys- 
tem, the company asserts, it will not 
consent to under any circumstances. 

The company on the night of Jan. 25 
again declined the demand of the City 
Council of Richmond for arbitration of 
the issues involved in the strike. As 
stated previously the Council on Jan. 23 
threatened that unless the company con- 
sented to arbitrate the city would force 
a, return to the 5-cent fare. With this 
in mind both branches of the Council 
met on Jan. 25. The Common Council 
promptly adopted a repeal of the pres- 
ent 6-cent fare but the Board of Alder- 
men later refused to suspend its rules 
to consider the matter and then re- 
ferred the question to committee. 

The Council also failed to adopt an 
ordinance reducing the jitney license so 
as to open the streets to motor cars 


operated by strikers in competition with 


street cars. 


$5,500,000 Valuation Fixed 


.Grand Rapids Valuation Decision Ends 
Long Dispute—Franchise Election 
Next September 


A valuation of $5,500,000 has been 
agreed upon between officials of the 
Grand Rapids (Mich.) Railway and the 
City Commission for the property of 
the railway. The company will receive 
a thirty-year franchise, with a return 
of 8 per cent on the new valuation. A 
revaluation will be made after five 
years, the 8 per cent return remaining 
in effect. Until the election on the 
franchise on Sept. 12 the company will 
operate under the new agreement. The 
commission is now drafting the fran- 
chise to be presented to the voters. It 
is to be based on the service-at-cost 
plan. 

The resolution on the railway valua- 
tion presented to the City Commission 
by the special committee is as follows: 

The offer of the company, file No. 12762, 
of a valuation of $5,650,000, coupled with 
a thirty-year franchise without revaluation, 
was not considered favorably by your com- 
mittee, and the counter offer of $5,500,000 
subject to revaluation at the end of each 
five-year period at the request of either 
party, was finally agreed to by the com- 
mittee. 

As a result we recommend that the value 
of the property used and useful in connec- 
tion with the utility, as included in the 
appraisal of Oct. 31, 1920, plus additions to 
the property subsequent to that date, be 
fixed at the sum of $5,500,000 as of this 
date.. This value, however, to be subject 
to revaluation at the end of each five-year 
period at the instance of either party. 

We feel that we have done all we can in 
the premises and that this is the lowest 
valuation that will be given’ consideration 
by the company, and we believe that the 
people are entitled to have a franchise sub- 
mitted to them. 

Negotiations between company offi- 
cials and the City Commission have 
been carried on for more than a year. 
The city at first placed the valuation at 
$5,076,000, while the company insisted 
on a figure of $6,500,000. This amount 
it later reduced to $6,270,000. In 
August L. J. DeLamarter, manager of 
the railway, stated that a valuation of 
$7,000,000 with an 8% per cent return 
was the best valuation for all con- 
cerned. When negotiations were started, 
a committee of engineers representing 
both the city and the company had 
agreed upon a historic valuation with- 
out depreciation of $4,468,360, to which 
was added material and supplies ae- 
count of $131,812 and a working capital 
of $107,040. The five-year valuation, 
from 1915 to 1919, without depreciation, 


was placed at $6,718,463. With mate- 
rial and supplies and working capital — 


the total was $7,509,992. The reproduc- 
tion valuation 
$10,591,414. 


inclusive was set at | 


In previous issues of the ELECTRIC . 


RAILWAY JOURNAL in which the Grand — 
Rapids dispute has been discussed it 
has been pointed out that the franchise 
there expired on April 23, 1921. 
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making capitalization is not a factor. 
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Commission Defends Decision 


California Body Declares Return Provided Pacific Electric Is Less Than 
Fair Rate—Defends Its Decision Against Public Attack 


‘Since the California State Railroad Commission of Dec. 24, 1921, granted 
an increase in passenger rates on Pacific Electric Lines, effective Jan. 1, 1922, 
certain communities have opposed the increases by attacking the Railroad 
_~ Commission through the press and community mass meetings. 


Claims were 


made that the commission’s report on the affairs of the company did not take 
into account alleged extravagance and enormous salaries paid to its officials 
by the railway, nor did the reports fully consider the company’s financial 


condition. 


4 REHEARING was set for Jan. 24 in 
Los Angeles as asked by the Holly- 
wood Chamber of Commerce and other 
communities. The Hollywood Chamber 
of Commerce has engaged Paul Ost, 
_assistant engineer of the San Francisco 
Municipal Street Railway lines, to pre- 
pare a report on the commission’s costs 
of operating the Pacific Electric Lines. 
Mr. Ost is attempting to compare service 
at cost of the San Francisco Municipal 
Lines against the figures of the com- 
mission. ‘The commission on Jan. 17 
denied the other communities permis- 
sion to extend the date of the hearing, 
but stated it is probable that the Holly- 
wood protest will be extended. = 
The commission in defending its deci- 
sion against the public attack issued a 
statement on Jan. 17 justifying the 
increase in passenger fares on the 
Pacific Electric lines and pleading for 
the public to get a real understanding 
of all matters pertaining to the case. 
The commission’s statement is in 
part as follows: 


The underlying principles of rate mak- 
ing are simple enough, and so far aS we 
know are denied by nobody. Certain mis- 
conceptions regarding them are very preva- 
lent, however. One is that the commission 

allows for whatever expenses are actually 
incurred in operating, regardless of ex- 
travagance or economy. The exact reverse 
is the case. The other is that the commis- 
sion “guarantees,” or at least. undertakes 
‘to assure, dividends on stock, ‘watered’ 
or otherwise. The fact is that in ee 
a fair return, figured not on the capitaliza- 
tion but on the actual property used and 
useful in the business, will pay interest 
and dividends these may of course be paid, 
but if the financial structure is such that 
this cannot be done, the commission does 
not understake to meet this condition. Even 
a fair return on the property itself is not 
guaranteed, and in many cases cannot be 
obtained. In this case, for instance, the 
return provided is less than a fair return 


_.on-the valuation of the property and will 


not make possible, and is not intended to 


make possible, any dividends whatever to 
__ the stockholders. ; 


The continuance of the service of the 


Pacific Electric Railway and its extension 


and improvement are vital to the pros- 
pority of Southern California. The Pacific 
lectric carries 274,088 passengers each 
day and is the third largest freight carrier 
in California, being outranked only by the 
Southern Pacific and the Santa Fé. There 
is no substitute for this service. For it 
to stop suddenly or decline gradually 
would be a calamity quite as disastrous to 
the people as to the owners. Not only its 
patrons but the whole business of Los An- 
geles would suffer. 
It is a common but dangerous error to 
- assume that the continuance of this service 
is a matter of course. It is not. No pub- 
lic service, whether privately or publicly 
owned whether under governmental regu- 
lation or unrestrained private initiative, 


_ can continue permanently to spend money 


_ which it does not from some source receive, 
hor can it invest money which it has no 
Ship, to be sure, deficits can be taken from 
_ the people compulsorily in taxes which they 
_ decline to pay voluntarily in rates, but 
ro r private ownership a company ren- 
ring service has no source of income ex- 


‘means of obtaining. Under public owner- 


cept the ratepayers and no source of capi- 
tal except the investing public. Under 
either system the necessary cost of the 
service is paid by the people or the service 
ceases to be rendered. Unless the commis- 
sion is to prevent the companies under its 
jurisdiction from rendering service and se- 
curing capital, it must fix rates which will 
provide three things: Income to pay oper- 
ating expenses or the service cannot oper- 
ate; a depreciation fund or the property 
will disappear, and a return on the in- 
vestment, or investments will not be made. 
The problem of the commission is to as- 
certain what rates will meet these condi- 
tions, if reasonable rates will do so, and to 
determine a just distribution of these rates 
among the groups of ratepayers. 

In this~case, since June, 1920, a corps 
of expert engineers has been at work upon 
the valuation, the accounting, the financing 
and the service conditions of the company. 
The first-hand ascertainment of facts was 
exhaustive and the check of the company’s 
figures searching. = 

The reports of these engineers, covering 
many thousands of pages, have been criti- 
cally analyzed and cross-examined at 
many and long continued hearings, at 
which the company, the cities and the com- 
mission were represented. Any statement 
of fact which was questioned or chal- 
lenged has been eritically re-examined, 
with its supporting data, and no conclusion 
of fact has been reached which did not 
meet all these tasks. The statements here 
given are, therefore, not to be met. by 
superficial and uncertain generalizations 
from a few imperfectly known facts. They 
are based on exact and exhaustive knowl- 
edge, 


CoMMISSION Knows IT KNows 


The commission knows exactly what the 
present service costs, where every dollar 
paid by the company goes, whether for 
labor, material, power, taxes or other 
charges. It knows exactly that in 1920 
the company had an income of $15,346,346. 
It knows that not only was all of this 
money spent in the operations of the com- 
pany in that year, but that the Southern 
Pacific Company (owners of the Pacific 
Electric Railway), in addition, assumed a 
deficit of $1,158,045. We estimate, not by 
guesswork but by methods of long-tested 
soundness, that the rates fixed and the 
Service ordered in the recent decision will 
produce an annual income of slightly over 
$17,000,000. And we know, with reason- 
able certainty, what use will be made of 
this income in 1922 and following years. 
More than 60 per cent of the operating ex- 
penses will go for wages. The salaries of 
all the general officers aggregate $38,992. 

The cost of electric power amounts to 
more than 10 per cent of operating ex- 
penses, while repairs cost normally about 
$3,000.000 and taxes will be from $700,000 
to $800.000. These operating costs amount 


altogether to about $13,000,000 which does, 


not include interest on bonds or borrowed 
money, expense for extensions and im- 
provements or for unforeseen losses. 

In fixing rates the commission was 
guided by certain fundamental considera- 
tions. No. change was made in freight 
rates, and hence this discussion is confined 
to passenger service. The Pacific Electric 
gives two distinct kinds of passenger serv- 
ice—interurban and local street car service. 

The rate-fixing principles guiding the 
} taper may be summarized as fol- 
ows: 

1. <A distinct local service should earn 
at least the bare cost of operation, dis- 
regarding profit entirely. 

2. The distance of the ride has a bear- 
ing on its cost. 

As to the first principle, it was estab- 
lished- without a question of doubt that the 
company’s street car service practically 
everywhere was operated at a loss and that 
the tendency was to place the loss upon the 
interurban passengers. It follows that un- 
less local systems can be placed on a self- 
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sustaining basis they must be abandoned. 
Secondly, as to distance, the commission 
found that in Los Angeles the loss was 
caused mainly by the great distance the 
average passenger has to be carried... Ob- 
viously, to carry a passenger 10 miles costs 
more than to carry him a mile. This is 
the reason for the zone system. The ques- 
tion here, of course, was where to draw 
the line. It would be neither practical nor 
good public policy to charge a_ different 
fare for each additional mile. In deter- 
mining the zone discretion and common 
sense had to be used. 

_In all zoning there is bound to bea fringe 
district of apparent unfairness. But the 
proper test of the reasonableness of. the 
fare is the average distance of travel 
within the zone, After giving full consid- 
eration to these circumstances the zones 
were established in Los Angeles with re- 
gard for the.needs and convenience of the 
public. Hyven with the zone rates the Los 
Angeles service barely justifies continu- 
ance. 


In conclusion the commission states 
that while automobiles, private and pub- 
lic, have cut the passenger revenue, the 
automobile has not yet, if it ever will, 
become a substitute for electric local 
and interurban railways. The decision 
of the commission, the statement points 
cut, calls for three big things: The 
improvement of the Pacific Electric 
system and service, equality of cities 
based on geographical position and 
progress toward the inauguration of a 
universal transfer system. 


Full Statement of Detroit Matters 
to Be Made at Annual Meeting 
A. J. Ferguson, vice-president of the 

Detroit (Mich.) United Railway, was 

interviewed by the Montreal Gazette on 

his return to that city on Jan. 17 about 
the affairs of the railway. Mr. Fergu- 
son, who represents the Canadian inter- 


-ests in the company, stated that the 


telegraphed reports of the events that 
had surrounded the meeting in Detroit 
had been misleading and apparently 
made with only a superficial knowledge 
of the situation. After quoting Mr. 
Ferguson with respect to the history 
of the early negotiations at Detroit the 
Gazette said; 


The récent reports, Mr. Ferguson stated. 
were misleading in another important par- 
ticular, in that it was erroneously stated 
that Mayor Couzens had offered $20,000,000 
for the property; neither was it true that 
the property for which this offer was sup- 
posed to have been made included all the 
property, of which the electors by their 
vote in 1919 declined to sanction the pur- 
chase for $31,500,000. 

Mr. Ferguson went on to state that the 
shareholders of the company were being 
circularized in the above connection and 
that they will have placed before them a 
full and complete explanation of the situa- 
tion at the forthcoming annual meeting, 
which takes place on Feb. 7. Mr. Ferguson 
declined to discuss the reasons for the 
failure of the company and the city to 
come together in the recent negotiations, 
but stated that when they were known at 
the time of the annual meeting, the whole 
matter would be cleared up. 

Published statements of the company’s 
trackage make it clear that after the com- 
pany has disposed of its city lines, which 
amount to about 300 miles of track, it will 
still operate some 600 miles of suburban 
roads which radiate around Detroit, con- 
necting with 100 towns and villages and 
passing through 160 different municipalities. 

It is generally stated, too, that the com- 
pany’s net earning capacity has greatly 
improved during recent months by reduc- 
tions in labor, coal and other costs. The 
company’s power is steam generated and 
it is understood that the cut in coal 
prices since the time prices were at their 
peak now amounts to a saving of about 
$5000 a day. 

A cut in wages was made some time ago 
and there is already talk of another re- 
duction in this connection. 
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Trackless Trolley Franchise Is 
Sought in Milwaukee, Wis. 


An ordinance was introduced in 
Council on Jan. 9 granting the Mil- 
waukee Electric Railway & Light Com- 
pany the right to install and operate as 
a part of its railway system trackless 
trolley busses on Lincoln Avenue from 
Clinton Street to Twenty-seventh 
Avenue. The company is authorized 
to extend its existing street railway 
system by extending its trolley wires in 
a manner suitable for the operation of 
“electric trolley street cars operated 


without rails directly on the surface . 


of the street for the carrying of pas- 
sengers,” with all necessary or con- 
venient poles for the support of trolley 
span wires. 

The ordinance provides that the com- 
pany shall not be subject to the obliga- 
tion to pave or repair the paving on 
the street on which it is proposed to 
render the trackless trolley bus service. 
This section may arouse the opposition 


p ELECTRIC RAILWAY JOURNAL 


The line would follow the course of 
the Rio Grande for the greater part 
of the way, and engineers who have 
made preliminary surveys, say that 
water power developed on the river 
would be adequate for the operation 
of the line, and would also generate 
power for whatever development might 
follow in the agricultural and indus- 
trial centers thus created. 


Storm Cuts Down Steel Stack 


During the heavy wind and snow 
storm of Jan. 11 the 125-ft. steel stack 
on the Lincoln Avenue power plant of 
the Trenton & Mercer County Traction 
Corporation, Trenton, N. J., was blown 
down. It crashed through the boiler 
room, breaking connections with the 
main feed lines. This caused a suspen- 
sion of the traffic on all the city and 
suburban lines of the company for some 
time, and the corporation had to bor- 
row power from the Public Service 


STEEL STACK IN TRENTON BLOWN DowN DuRING STORM 


of certain city officials, though the or- 
dinance was introduced as a result of 
favorable action by a number of civic 
organizations which favor the operation 
of the trackless trolley service. 

As reported in ELEcTRIC RAILWAY 
JOURNAL of Jan. 7, 1922, page 57, the 
company has taken the position that if 
permission is granted for the operation 
of the service, it will undertake to 
furnish it as a substitute for rail sery- 
ice which the high costs and lack of 
assurance of sufficient traffic to support 
a rail line have made it unable to 
render. 


Proposed Electric Interurban 
Being Fostered 


Promotion of an electric interurban 
line along the Texas-Mexican border 
from Brownsville, near the mouth of 
the Rio Grande, to Del Rio, about 300 
miles up the river, is being undertaken 
by Northern and Eastern capitalists. 
Large land owners who would be bene- 
fited are back of the project and 
it is reported that they are willing to 
undertake the greater part of the 
financing. 


Railway lines. A new stack is now be- 
ing built. The New Jersey & Pennsyl- 
vania Traction Company and the pub- 
lic Service Railway also suffered de- 
lays by falling wires and poles. 


Seattle Wage Dispute Adjusted 


The tangle in adjusting the salaries 
of trainmen of the Seattle (Wash.) 
Municipal Railway, resulting from 
changing the rate of pay to a monthly 
basis, has finally been worked out by 
the City Council and the new scale an- 
nounced. The railway trainmen had 
heretofore been grouped in three classes, 
and under the new salary ordinance 
are grouped in four classes, thus caus- 
ing new confusion. 

A resolution was finally adopted pro- 
viding that all trainmen entering the 
railway service on or after Jan. 1, 
1922, shall receive $135 a month; those 
who received $4.75 before Jan. 1, 1922, 
shall receive $145 a month; while the 
$5 and $5.25 a day men shall receive 
$150 and $155 a month respectively. 
Time and a half for overtime will con- 
tinue to be paid the trainmen. 
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Report Presented on $5,655,00 
Project E 

Extension of the Dorchester tunnel 
beyond Andrew Square and the electri- 
fication of the Shawmut branch of the 
New York, New Haven & Hartford Rail- 
road, for the purpose of creating a 
rapid transit system in the Dorchester 
district, near Boston, at an estimated 
cost of $5,665,000, is planned in detail 
in a report filed in the Legislature by 
the Public Utilities Commission and the 
Boston Transit Commission, acting 
jointly.These two bodies were directed 
to-study the proposition, which was first 
suggested by Charles A. Ufford of Dor- 
chester, and report back to the General 
Court, under an act passed at the last 
session. 

The plan, in brief, provides for taking 
over the Shawmut branch of the New 
York, New Haven & Hartford Railroad, 
running the present Dorchester tunnel 
trains along the Shawmut branch road- 
bed to Fields Corner and using high- 
speed trolleys on the Shawmut branch 
tracks beyond Mattapan Square. Under 
this plan passengers would transfer 
from the tunnel trains to the surface 
cars at Fields Corner station of the 
Shawmut branch. The station would be 
rebuilt and extensively enlarged. 

The trustees of the Boston Elevated 
Railway, the report continues, are ready 
to proceed with the plan, while the New 
Haven Railroad officials have said they 
are willing to co-operate to the best of 
their ability. Concluding, the report 
says: 


The plan has been extensively studied, 
and it is felt’ that it will coédrdinate with 
any future extensions which we can fore- 
see and that it itself is worthy of imme- 
diate adoption, if financially practicable, 
as a large step forward in the right di- 
rection. Further extension of this or simi- 
lar plans may well await the results of ac- 
cumulated experience 


The plan for carrying out the project 
depends, of course, on the ability to 
secure the funds necessary to finance 
the undertaking. 


Railway to Care for Disabled 


A plan to provide for all employees 
who, because of age or disability, may 
be unable to continue in active work 
has just been announced by the Georgia 
Railway & Power Company, Atlanta, 
Ga. The plan is effective from Jan. 
1, 1922, being divided into four sepa- 
rate classes as to beneficiaries as 
follows: i 


Class A—All employees in the service of 
the company for thirty consecutive years 
will be permanently retired upon reaching 
the age of 60, receiving annually from ben 4 
er ce 


company a sum equivalent to 30 
period 


of their earnings the twelve-mont 
previous to retirement. 

Class B—Employees in service twenty- 
five consecutive years retired on reaching 
60 and receive a sum equal to 274 per cent 
of earnings last year before retirement. 

Class C—Employees in service twenty 
consecutive years retired on reaching 60 and 
receive a sum equal to 25 per cent of earn- 
ings last year before retirement. 

Class D—AIl employees in the service of 
the company for fifteen consecutive years 
who become totally disabled for any reason, 
other than self-inflicted, or by injury arising 
in the course of their employment, shall be 
retired by the company and receive a yearly 
sum equal to 25 per cent of their earnings 
the twelve-month period before retirement. 
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the Municipal 


i. Changes-in New York State 


- Taxes Urged 

A joint legislative committee in New 
York, which has been studying the 
taxation of utilities for some time, 
made its report to the Legislature on 
_ Jan. 26. It says,.in part: 


The present system of taxing these cor- 
porations in the State is a chaos of in- 
tricacy and complexity. The staff of the 
~ committee has reduced these complicated 
taxes to a basis which makes possible a 
comparison with the taxes paid by other 
business interests. The grossest inequali- 
ties come to light. Many of the companies, 
particularly some of the electric railway 
companies which are bound by a fixed low 
rate of fare have been literally taxed into 
bankruptcy... Based on net income, the 
business taxes on electric railways are 
nearly four times as great as the cor- 
responding taxes on manufacturing corpor- 
ations. If local real estate taxes are taken 
into account, electric railways pay over 
38 per cent of their net income in taxes. 
This is nearly five times the tax paid al- 
together by manufacturing companies, for 
example. 

Not all the public utilities are so un- 
favorably situated, because some have 
been more successful in their efforts to 
shift their burdens to the consumer through 
increased rates. Every class of public 
utility, however, pays heavier taxes than 
eer manufacturing or financial institu- 

ons 

As an immediate means of improvement, 
the committee recommends that the entire 
series of complicated State taxes on public 
utilities be at once abandoned, with the ex- 


. ception of the special franchise tax which 


cannot be immediately abandoned for the 
reason stated above ; and that in substitu- 
‘ tion therefore a “STOSS net” tax be estab- 
lished, against which. special franchise 
taxes, pending the passage of the consti- 
tutional amendment, may be used as an 
offset. It is contemplated that the real 
estate of public utility corporations, closely 
defined, shall continue to be taxed locally. 


A more extended abstract of this 
report will be published next week. 


Parallel Case Noted in San 
Francisco on Eve of 
Seattle Suit 


On the eve of their suit to prevent 
the city of Seattle, Wash., from using 
general tax funds for the operation of 
Street Railway, the 
“fourteen taxpayers” scored another 
victory, when the Cireuit Court of 
Appeals at San Francisco denied the 
Puget Sound Power & Light Company 
a rehearing of its suit to prevent the 
taxpayers from proceeding with the 


~ other action in the Superior Court of 


King County. Thus, the last barrier 
against the progress of the suit was 
removed, and it has ag docketed for 
- trial Jan. we 

The refusal to grant a rehearing of 
the power company’s injunction pro- 
ceedings followed a decision in the Cir- 
cuit Court of Appeals of San Francisco 
on Dec. 5, in which the jurisdiction of 


_ the Superior Court of King County, 


questioned by the Stone & Webster in- 
terests, was upheld. The traction com- 
pany maintained that jurisdiction lay 
in the federal and not the state tri- 
_bunals. After that decision was given 
_ by the Circuit Court, the traction com- 
pany sought a rehearing of the case, 
which was refused. 

Attorneys for the “fourteen tax- 
payers” declare that the recent decision 
confirms the position taken by the tax- 


_ payers that the traction company was 


not a party to the action. James B. 
Howe, attorney for the traction com- 
ny announces that an application for 


= om 
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appeal from the decision of the Circuit 
Court will be made to the Supreme 
Court of the United States. This, how- 
ever, will not delay the case, for which 
trial is set for Jan. 17. 


Boosts Oregon Development 
Plans 


Development plans of the Portland 
Railway, Light & Power Company, 
Portland, Ore., are told in a three- 
quarter page display in the New Year’s 
edition of the Morning Oregonian. The 
proposed construction is called the 
Three Links project and will extend 
over a period of approximately three 
years. The company has worked out 
the preliminary plans for the extensive 
building whereby the water flowing into 
the Clackamas River can be utilize 
The work will be done in four units. 
The preliminary step is the building of 
a road for the carrying of materials 
required in the actual construction of 
a diversion dam about 4 miles above 
the mouth of Oak Grove fork; the build- 
ing of the 8% mile conduit; a twenty- 
seven 500-hp. water wheel, and the 
building of a transmission line. 

The remaining steps consist of the 
construction of a 70-ft. dam on the Oak 
Grove fork, the construction of tunnel 
through Oak Grove butte to convey the 
water to the fork and of a low diversion 
dam. The final step in the plan is the 
replacement of the low diversion dam 
mentioned. above with a 130-ft. earth-fill 
dam to form a reservoir. This res- 
ervoir would be 34 miles in length. 

The article is well illustrated with 
four cuts showing the development of 
the Clackamas River. 


Railroad Legislation Opposed 
in Present Form 


The Chamber of Commerce of the 
United States is preparing to oppose 
vigorously any movement that may be 
made in the coming session of Congress 
to repeal provisions of the transporta- 
tion act which authorizes the Interstate 
Commerce Commission to make rates 
to provide adequate revenue for the 
railroads and to regulate intrastate 
rates. The position of the national 
chamber is that these provisions of the 
act should not be repealed until they 
have had a fair test. 

In a communication sent out recently 
to the constituents of the chember 
Joseph H. Defrees, president, said that 
enactment of the proposed legislation 
would repeal those sections of the 
transportation act by which the Inter- 
state Commerce Commission is directed 
to establish rates that are reasonably 
adequate to the railways and just to 
the public. According to Mr. Defrees, 
rate regulation will return to the cha- 
otie condition which existed for many 
years because of the conflict of author- 
ity between the Interstate Commerce 
Commission and the forty-eight state 
commissions if the Interstate Com- 
merce Commission is deprived of all 
authority to regulate intrastate rates 
as proposed in the Capper bill. 


of Safety Appliances 


Inspectors 
Notes.—The United States Civil Service 
Commission has announced open com- 
petitive examinations for inspection of 


safety appliances and inspector of 
hours of service. The examination will 
be held on March 22 and 23. 


99 Per Cent of Year’s Trips on Time. 
—Of 509,658 trips made by cars of the 
Spokane & Eastern Railway & Power 
Company, Spokane, Wash., during 1921, 
more than 99 per cent were made on 
time. More than half of the belated 
and lost trips were due to causes which 
were not under control of the company. 
Parades, the greatest single cause, and 
breakdowns of trucks and automobiles 
contributed to delays. 


$570,162 Voted for Transit Needs.— 
An appropriation of $570,162 was 
recently voted by the Board of Estimate 
of New York City, N. Y., for the use 
of the Transit Commission. Of this 
amount $500,000 will be used for the 
requirements of 1922 and the remainder 
will meet the payroll expenses for the 
last two weeks in December, 1921. The 
appropriation was made following the 
decision of the Court of Appeals up- 
holding the law under which the new 
Transit Commission in New York is 
now functioning. 


Wants to Lease Lines.—The Mobile 
Light & Railway Company, Mobile, Ala., 
offered on Jan. 13 to rent its five 
branch lines for $1 a year, lessee to 
operate them steadily, give service 
equal to that now being furnished by 
the company, and also to furnish a 
substantial bond. Higher rates have 
been asked by the company of the 
Alabama Public Service Commission, 
the company claiming its monthly 
deficit approximates $7,000. The pres- 
ent fare is 7 cents. The offer to lease 
the lines was advertised by the com- 
pany in the daily papers of Mobile. 


Wants Interurban Line Established. 
—To prevent the scrapping of the 
Gainesville-Midland Railway in north 
Georgia an effort is being made by civic 
organizations of various cities and 
towns along the line to have the 
Georgia Railway & Power Company 
establish an interurban line between 
Athens, Ga., and Tallulah Falls, where 
the power company is preparing to 
carry out extensive water power de- 
velopment projects during the next few 
years. Purchase of the Tallulah Rail- 
way, owned by the Southern Railway, 
is advocated in order to complete the 
system. Committees representing the 
civic associations of the north Georgia 
cities and towns interested in the pro- 
ject will be appointed shortly to confer 
with officials of the power company in 
Atlanta. 
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$1,079,726 Ordered Restored 


Court Increases Judgment Allowed at 
Columbus Under Ruling of 
Special Master 


A judgment of $1,079,726 in favor of 
the Columbus Railway, Power & Light 


Company, Columbus, Ohio, against 
E. W. Clark & Company, Philadelphia, 
former operating manager of the 
Columbus company, was rendered on 
Jan. 21 by Judge E. B. Kinkead of the 
Franklin County Common Pleas Court. 
The judgment far exceeds in scope the 
recommendations of Master Commis- 
sioner George B. Okey and goes almost 
the entire length of the complaint 
entered by the present home manage- 
ment of the company against the 
former managers, sustaining in all save 
one count the contentions of the com- 
plainants. 


Items INCLUDED IN JUDGMENT 


A list of the items in the judgment 
against the Clarks showing amounts to 
be returned by the Clark Company is 
as follows: 


1. Amount to be returned under 
management contracts........ 
2. Amount to be returned under 
construction contracts and 
POSB ia. Sait crtval oda sgsoneeta Nahas hatetere vec 
38. Amount to be returned as 
profits on notes and bonds 
under McMeen contract 
4, Amount to be returned as 
profits on $1,000,000 of bonds 
without knowledge of directors. 
5, Amount tobe returned as 
profits on notes without 
knowledge of directors 


$224,716 
49,828 


82,557 


14,862 


20,423 


Amounts to be returned by the 


Clarks, expended by them: 


6. By E. K. Stewart, general 
manager of the Columbus 
company, as its agent....... 

Ti By K. Stewart, general 
manager, from moneys known 
as the “John Scott Anderson” 
fund as-its agent*<.c55.5. 

8. By K. Stewart, general 
manager, to C. C. Philbrick, 
ostensibly for advertising in 
the Week 

9. In attempting to surrender the 
Columbus company’s fran- 
chise, as directed by E. W. 
Clark & Company ww.cs cesses 


Total 


386,202 
179,408 


54,995 


66,734 


The master commissioner’s report 
embodied recommendation that judg- 
ment be made against the Clarks in 
the amount of $224,476, but the court 
saw fit to go further than was urged by 
the commissioner. 


CoLUuMBUS UTILITY BADLY ‘CRIPPLED 


The judgment is entered on two out- 
standing propositions of law: First, 
that the directors of Ohio corporations 
are without authority to delegate their 
duties to others by means of “manage- 
ment contracts”; second, that directors 
occupy the position of trustees with 
relation to the stocholders, which posi- 
tion compels them to account minutely 
for their acts and administration of the 
company’s affairs. 


cinwiniehenonn pe Dit e G\Sa-4 Sys o's $1,079,726 


‘After reviewing the history of the 
Slaymaker case, in which the company 
appears as a cross-petitioner, the court 
first disposes of the objection raised by 
the Clark interests upon the ground 
that the case before the court was.one 
concurrently of law and equity and 
hence the statutory limitation for such 
suits was four years, a point which, if 
sustained, would have left the Columbus 
utility badly crippled in its attempts to 
retrieve its losses, the court held that 
the case was. one of equity, involving a 
ten-year statutory limitation. 

In commenting on the management- 
contracts phase of the company’s 
affairs, Judge Kinkead says: 

It is the settled law of this State that 
directors of a corporation must themselves 
manage the corporate business of the cor- 
porate body with the view solely to the 
common interest. of the stockholders and 
that they cannot directly or, indirectly 
transfer such management and control to 
others. 

The court then traces the history of 
the Clarks’ connection with the com- 
pany from 1892, when they began 
assisting in the formation of the com- 
pany until the severance of connections 
in 1918. The Clarks began to take an 
interest in electric street. railways in 
1889. The first management contract 
was entered into with the utility in 
1912, the Clarks to assume the manage- 
ment of the company and to receive 13 
per cent of the gross receipts in return. 
It was under this contract that Samuel 
G. McMeen was brought to Columbus 
by the Clarks, his salary being paid by 
them. Clarence M. Clark was named 
vice-president, E. K. Stewart being re- 
tained as vice-president, treasurer and 
general manager. 

The court avers that the purpose of 
the Clark plan was to 

Control the action of the president and 
the board of directors, the paramount ob- 
ject being to secure all of the business of 
the railway within the scope of its busi- 
ness—the financial business, the engineer- 
ing business and the auditing of the 


books; the. latter, of course, is closely re- 
lated to the financial business. 


Later the court said: 


The final general results of the affairs of 
the company, after years of exploitation 
for personal gain by Clark & Company, 
furnishes the strongest evidence that could 
be secured. The company lost its financial 
standing, lost its good will, which meant 
everything; came nearly losing its fran- 
chise rights by attempted surrender, and 
came near the verge of general liquidation 
—all under the selfiish management. of 
persons whose sole desire was to invest 
the funds of the Clark banking house and 
to aid the bank toa carry out its purposes 
and business. 

E. W. Clark & Company could have had 
no other purpose but to further the inter- 
ests of the bank. Individual representation 
in the official positions obtained in the 
railway was for the sole purpose of per- 
sonal gain for E. W. Clark & Company, so 
that its individual representatives could 
not fairly legally or equitably represent the 
stockholders of the railway in their dual 
capacity as trustees. 


Counsel for the Clarks at Columbus 
said that the decision by Judge Kinkead 
would without a doubt be carried to the 
Court of Appeals. 


Ohio Interurban Fails 


Railway Operating 209 Miles of Line 
Passes Into Hands of President 
Wilson as Receiver 


The Cleveland, Southwestern & 
Columbus Railway, operating 209 miles 
of track in Ohio, is now being operated 
under a receivership. Frank H. Wilson, 
who became president of the company 
last May, is acting as the receiver. The 
Cleveland, Southwestern & Columbus 
Railway is the second large Ohio inter- 
urban line to go into the hands of a 
receiver within the last twelve months. 
The Ohio Electric Railway is the other 
road so quoted. The receivership for 
the Cleveland, Southwestern” & Colum- 
bus Railway became effective on Jan. 
20, when the company admitted insol- 
vency in the federal Court. 

Mr. Wilson was named receiver by 
Federal Judge Westenhaver, after the 
filing by the General Electric Company 
of a petition alleging insolvency and 
requesting receivership. The General 
Electric Company alleged that the inter- 
urban company owed it $6,565 for 
equipment and also set forth that there 
are other creditors with claims totaling 
$200,000. The company has more than 
$7,000,000, par value, of bonds out- 
standing. Its authorized capitalization 
is $10,000,000, of which $6,648,000 is 
outstanding. © 

According to Attorney Frank H. Ginn 
of Tolles, Hogsett, Ginn & Morley, 
counsel for the company, the receiver- 
ship was acceded to by the company to 
save the system from disintegration 
through individual creditor proceedings 
in lower courts. Mr. Ginn said that the 
receivership offers an opportunity to 
formulate and adopt some plan which 
will be fair to all interests, including 
the stockholders. 


In addition to furnishing interurban 


service out of Cleveland to such cities 
and towns as Galion, Bucyrus, Ashland, 
Mansfield, Wooster, Elyria, Oberlin, 
Norwalk, Lorain, Berea, Medina, Am- 
herst, Grafton, Wellington, West Salem, 
Lodi and Crestline, the company also 
sold large quantities of power in the 
territory tapped by its lines. 

An official statement regarding the 
receivership made by counsel for the 
company follows: 


Mr. Wilson (the receiver) is an old 
steam railroad man. He became president 
of the Southwestern in May, 1921. Under 
his direction important economies and bet- 
terments were made but the extreme loss 
in gross operating revenues due to un- 
favorable economic and industrial condi- 
tions prior to his management so decreased 


the net revenues that the company has 


been unable to provide funds for the pay- 
ment of bond interest. 

Many creditors have been persistent in 
forcing claims for payment and recently 
two banks of deposit, located outside 
Cleveland, applied the company’s balance 
to obligations. Under these circumstances’ 
it was impossible for the company longer 
to operate under corporate management. 

The holders of some of the junior se- 


curities of the consolidated system have 


realized for some time that a reorganiza- 
tion would ultimately be required in view 


of the maturity in 1922 and 1923 of a num- 


ber of underlying bond issues. 
A master will soon be appointed to pass 


on the outstanding accounts payable for 


supplies heretofore used in operation and 
it is hoped that the creditors holding such 


claims will not be inconvenienced for any 


great length of time. 


January 28, 1922 


was 
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- $2,340,000 Saving Expected 


Prospects Bright that Interborough Will Be Able to Cut Six Months’ Costs 
This Sum—Brooklyn Receiver to Pay $4,000,000 of Certificates 


Frank Hedley, president of the Interborough Rapid Transit Company, New 


gee work N:Y., filed in the Federal court on Jan. 20 an answer to the suit of 
Clarence H. Venner for the appointment of a receiver because of failure to pay 
__ interest on a small amount of notes owned by Mr. Venner and the Continental 
Securities Company. Mr. Hedley said that he has opened negotiations with the 


> Manhattan (Elevated) Railway looking to an immediate substantial reduction 
__ in the annual rental now required to be paid for the use of the elevated lines. 


This rental is 7. ‘per cent on a valuation of $60,000,000, and the fact that the 
Interborough has spent about $50,000,000 in laying third tracks and extending 
the elevated lines, which lose money each year, has presented one of its difficult 


#! problems. 


HAT effect a separation of the 

subway and elevated system 
2 _~ would have was described in the answer 
as follows: 
. An abrogation of-the Manhattan Rail- 
way lease, as urged by the plaintiff, would 
7 inflict untold hardship upon the general 
i public (the discontinuance of transfers at 
5 149th Street and Third Avenue would in- 
convenience about 80,000 passengers daily), 
and the inevitable litigation over claims 
and counter-claims between the companies 
= would result in substantial loss to the se- 

_curity holders of the defendant. 


bs. ¢ 


; It was said that even if there should 
be no reduction in the net Manhattan 
_ rent and that otherwise the situation 

remained unchanged, the Interborough’s 

net corporate income would be sufficient 

to meet capital requirements for at least 
__ three years, providing the creditors con- 
tinued their forebearance. 

The expected decrease in operating 
expenses for the six months ending 
June 30, 1922, was given as follows: 


Decrease in wages by reason of 
the multiple-door control as 
5 now installed 
Decrease in wages by reason of 
| the installation of station turn- 
t 


$550,000 


stiles 125,000 
Decrease in wages by reason of 

the 10 per cent reduction in 

wages, July, 1921 
Decrease in cost of coal at ap- 

proximately $1.25 per ton.... 


1,250,000 
415,000 


Total decrease in operating ex- ~ 

Ppenses compared with said 

period previous year.......... $2 340,000 

These figures were given to show the 
_ gradual decrease of deficit for the last 
six months to a surplus of more than 
$19,000 in December: 


Net Corporate 


Month . Deficit. 
aE ENO heen mags. db ol. $738,967 
ES ee a et 605,789 
MMSGDECIMDCT Oo ofa sacere soiree eect as 398,203 
Be DOT eres ee ee sleeve sek ns 126,456 
3 2 °OT 2a Se hh grate 87,465 
WOT TS Pe rs eee *19,317 

*Surplus. 


Mr. Hedley also said that the com- 

_ pany expected adequate funds for the 

_ immediate future, although no plan of 
financing had been devised. 

The answer stated that the semi- 
annual interest on the first and second 
mortgage bonds of the Manhattan Com- 

pany have been paid, along with the 
quarterly instalment of the dividend 
_ rental due the stockholders on Oct. 1 
~ last; that the floating debt of the Inter- 
_ borough now outstanding consisted 
__ wholly of bills for materials and sup- 
plies amounting to $1,650,000 on Jan. 1, 
af and that its credit for similar material 
a a not impaired. On Jan. 19 the de- 


Oe 


fendant, it was stated, had $2,190,000 in 
its treasury for current needs, and in 
all probability this amount would be 
increased to $2,500,000 by Feb. 1. 

Concerning the assertion in the com- 
plaint that a receiver should be ap- 
pointed for the purpose of bringing ac- 
tions against certain directors because 
of payments of dividends, the answer 
stated that from the commencement of 
the actual railroad operations of the 
company in 1908 to Dec. 31, 1918, “this 
defendant’s net corporate income from 
all sources amounted in the aggregate 
to $80,215,181, while for the same period 
the dividends declared and paid upon its 
capital stock amounted in the aggregate 
to $65,625,000, showing a margin of in- 
come over dividends of more than $14,- 
000,000,” and that the plaintiff accepted 
his share of the dividend declared on 
Jan. 2, 1919. 


It was said that “estimates for the- 


five-year period ending June 30, 1926, 
indicate that the results from operation 
of the subway and elevated lines will 
be such that, even without any reduc- 
tions in the existing rental paid to the 
Manhattan Railway, there will accrue 
to this defendant a net corporate in- 
come for the period over and above all 
charges of approximately $6,000,000.” 

After a discussion of the investments 
of the company in its trolley lines the 
answer referred to the proposed plan of 
the Transit Commission and said: 


The Transit Commission has publicly 
stated that it is about to issue its statutory 
plan for the readjustment of all New York 
City street railroads, including those oper- 
ated by this defendant; that such plan 


~ when promulgated ought so to affect the 


status of this defendant as to make its 
position even better than as hereinbefore 
shown; that deponent believes that any 
action taken at this time looking to the ap- 
pointment of such a _ receiver will be 
inimical to the public interest. 

Deponent further shows that if the plan 
of the Transit Commission shall not be 
ready and in effect by Sept. 1, 1922, when 
the extended three-year notes of defendant 
mature, it is to be assumed, in view of the 
action of the note-holders to date, that 
those three-year notes will again be ex- 
tended for a reasonable period, provided 
that in the meantime they shall not have 
been funded; that negotiations are under 
way for a plan to fund the notes, in con- 
nection with the readjustment of the rental 
to be paid under the Manhattan lease, and 
that in deponent’s opinion a denial of the 
motion for the appointment of a receiver 
herein will be of great benefit to the prog- 
ress of those negotiations and will be in 
the interest of all concerned in the affairs 


‘of this defendant. 


On the same day that the Interbor- 
ough matter was before the court 
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Lindley M. Garrison, receiver of the 
Brooklyn Rapid Transit Company, pre- 
sented his application to Judge Mayer 
for authority to pay off and purchase 


~ $4,000,000 of receiver’s certificates out 


of a total of $18,000,000 now outstand- 
ing and for authority to extend the re- 
maining $14,000,000 to Feb. 1, 1928. In 
presenting the matter to the court the 
receiver pointed out that the proceeds 
of the certificates had been used for 
capital purposes in the construction and 
equipment of the subways under Con- 
tract No. 4 with the city of New York. 

The receiver stated that due to econ- 
omies in operation, to the reduced cost 
of materials and supplies, to a reduction 
in wages and to improved efficiency, the 
net earnings of the rapid transit lines 
and of the Brooklyn Rapid Transit Com- 
pany had shown material improvement 
as a result of which the receiver was 
in position by payment and ‘purchase 
to retire $4,000,000 of the certificates 
now in the hands of the public. 

Mr. Garrisori indicated that if net 
earnings continue at the present rate 
he expected to be able to meet future 
requirements in connection with subway 
construction out of earnings and to re- 
tire during the next year a further sub- 
stantial amount of receiver’s certificates. 
The receiver also took occasion to com- 
ment upon the splendid co-operation 
which he was receiving from all of the 
employees and the earnest efforts being 
made by all of them to effect economics 
and to render good and effective service. 
The receiver also pointed out that the 
economies in operation had _ been 
brought out without in any way lessen- 
ing the service rendered to the public. 


Receiver and Counsel Awarded 
Allowance 


J. D. O’Ke2fe, receiver of the New 
Orleans Railway & Light Company, 
New Orleans, La., and Generes Dufour, 
general, counsel, have been awarded 
$50,000 for their services rendered the 
insolvent during the three years of the 
receivership. This allowance is ex- 
clusive of $1,000 a month and $750 a 
month which are being paid to the re- 
ceiver and general counsel since the 
property passed into receiver’s hands. 

Judge Rufus E. Foster, who made 
the award, explained further that the 
receivership of the New Orleans Rail- 
way & Light Company was a case in 
equity and not in bankruptcy and hence 
under the law governing such proceed- 
ings both the receiver and counsel are 
entitled to a commission as well as a 
salary. Compensation is a matter, 
Judge Foster said, entirely in the dis- 
cretion of the court. The amount of 
further compensation is to be hereafter 
determined by the court and the allow- 
ance already prescribed is only a par- 
tial allowance of the court order. 

The legal services performed in con- 
nection with the receivership do not 
include charges for the defense of dam- 
age suits, as these were handled by 
other law firms. 
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Stock Increase Approved 


The plan calling for an increase in the 
capital stock of the Federal Light & 
Traction Company, New York, N. Y,, 
from $11,000,000 to $21,000,000 has 
been ratified by stockholders at a spe- 
cial meeting called for that purpose. 
The additional stock is in the form of 
8 per cent cumulative preferred. The 
issue of 55,000 shares of common stock 
of no par value was also authorized to 
be exchanged share for share for the 
present outstanding common. 

Authority was also ‘given to increase 
from 5 to not exceeding 7% per cent per 
annum the interest paid on all or any 
part of bonds heretofore or hereafter to 
be issued under the terms of the thirty- 
year first lien 5 per cent sinking fund 
mortgage securing the issue. Subsidi- 
ary companies will be permitted to issue 
preferred stock without subjecting them 
to the lien of the mortgage. 

When consummated the plan will pro- 
vide a medium for the payment of ac- 
cumulated dividends on preferred stocks. 
The last payment was made on Sept. 1, 
1914. Several plans have been proposed 
for meeting the back dividends, but no 
decision has thus far been reached. 


City Lines to Be Segregated 

The Spokane (Wash.) City Railway 
has been organized to take over the city 
lines of the Spokane & Eastern Rail- 
way & Power Company. The new cor- 
poration has been formed with a view 
to enabling the company to segregate 
property which would be pooled with 
the Washington Water Power Com- 
pany’s railway lines, in the event of a 
consolidation. 

F. KE. Connors, vice-president jand 
general manager of the Spokane & 
Eastern, has denied that the new cor- 
poration was organized to represent the 
two operating companies. He said: 

This is a move we have had in mind for 
some time. It permits us to divide our 
properties, and we know-now just what we 
have to consolidate. 

M. W. Birkett, acting general man- 
ager of the Washington Water Power 
Company, denied, too, that his company 
was interested in the new corporation. 

The corporation is capitalized for 
$1,500,000. It was pointed out that the 
capital stock would have to be increased 
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materially if the Washington Water 
Power Company’s properties are pooled 
with the traction company’s properties 
in the new corporation, since the valua- 
tion of the joint properties would total 
more than $5,000,000. 

Incorporators of the Spokane City 
Railway are F. E. Connors, Waldo G. 
Paine, traffic manager of the Spokane & 
Eastern; Elmo Edwards, auditor; J. F. 
Gannaway, superintendent of the Inland 
interurban lines; J. W. Hone, claim 
agent; Louis C. Ream, an accountant 
for the company, and J. W. Hungate, 
superintendent of power. 


Interurban Road Ordered 
to Be Sold 


Supreme Court Justice Leonard C. 
Crouch has ordered a public auction of 
all assets of the Syracuse & Suburban 
Railroad, Syracuse, N. Y., to satisfy 
a judgment of foreclosure for $458,722 
held by the Fidelity Trust Company, 
Philadelphia, Pa., trustee for the holders 
of $400,000 of bonds of the company. 

The Syracuse & Suburban Railroad 
was one of the first interurban roads 
constructed in central New York. It 
was built in 1899. It operated success- 
fully for a number of years serving 
Fayetteville, Manlius, Orville and 
Jamesville. State road and automobiles 
caused the downfall of the company, 
which was forced to curtail service sev- 
eral years ago to meet competition and 
advancing costs. 


The Richey Conspectus of Indexes 


With this issue the monthly publica- 
tion is begun in this paper of the Con- 
spectus of Indexes, prepared by Albert 
S. Richey, consulting engineer, Worces- 
ter, Mass. These figures have been 
arranged and mailed to a limited num- 
ber of electric railway officials each 
month during the past year, and the 
limited service thus given has shown 
itself to be so valuable that arrange- 
ments have been made by the editors of 
this paper for its regular publication in 
the form shown on this page. The 
table will be brought up to date and 
published regularly in the fourth issue 
of the JOURNAL each month. From time 
to time these tables may be supple- 
mented by charts showing the monthly 
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variation in one or more of the twelve 
indexes shown. 

The indexes showing the trend of 
street railway wages are computed by 
Mr. Richey. 

The index of street railway fares is 
the average fare in all United States 
cities with a population greater than 


50,000, exclusive of New York City, and 


weighted according to population. 

The index of street railway materials 
is based on wholesale prices of the 
principal commodities which enter into 
street railway operation, including fuel, 
and weighted so as to represent as 
nearly as practicable the trend of costs 


‘of materials used in operation. 


In computing the index of street rail- 
way wages, the maximum rates per 
hour for conductors and motormen in 
both city and interurban service for all 
roads in the country are combined in 
so far as Mr. Richey is able to secure 
information as to changes, and 
weighted according to number of cars 
operated. 

The remaining nine indexes are re- 
prints of figures furnished by the 
various authorities indicated. 

Unfilled steel orders are as furnished 
by the United States Steel Corporation. 
Bank Clearings and Business Failures 
are as shown by Bradstreet. 

The National Industrial Conference 
Board index: of cost of living is ob- 
tained by weighting retail food prices 
as furnished by the United States 
Bureau of Labor Statistics with relative 
prices for clothing, shelter, fuel, light 
and sundries as determined by the 
independent investigations of the 
National Industrial Conference Board, 
in the following proportion: 


This weighting has been determined 
by the National Industrial Conferences 
Board fairly to represent the distribu- 


tion of expenditures in the average 


workman’s family in the United States. 

The indexes of the Annalist, Brad- 
street’s and Dun’s are based on whole- 
sales prices in the New York City 


. market. 


All of the other indexes shown in- 
clude consideration of conditions in the 
United States as a whole. 


j | fi ] 
Re, T atest | a Parag Oe “Lates t | Age | ent | Peak | 1913 
Jan. Dee. Jan. | May — tar nr Z 7 
Street Railway 1929 | 1921 | 192i | 1924 Conspectus . US; Bur. Lab. Stat. Se dc Over aa . ria 
Fares* _|_7.20 | 7.20 | 7.18 | 7.24 | 4.84 of Commodities 149 «149'=s«189=s«-272—s—i«i 
Street Rail Erber | ase!) seep teokene Bradstreet’s | Jan. 1) Deo 1] Uansl\| Pepa en 
ee | | a 5 . | 'e 
Materials® nba Niiea::\adaobicoee Indexes Wholesale | 1922. | 1921 | 1921 | 1920. | 
— = aes He £ Commodities (11.37 11.31 12.66 87) 9.24 
Street Rail 1905 | Tone) Tenis | nab , Dun’s ls "Deo, 1'| dan. 1 | Mayet Penn 
eet Railway | 19 ee 7 es un’s | Jan. 1 | Dec. an. ay 
_ Wages* 2s | 216 | 232 | 232 | January, 1922 Wholesale _ 1922 1921 | 1921 | 1920 
Steel Dee. 31|/Nov. 30|Dec. 31/Apr. 30. Compiled for Publi- Commodities | -164.4 164.5 198.6 | 263.3 | 120.9 _ 
Unfilled orders 1921 | 1921 | 1920 ) 1917. | eation in this Paper |Jan. 14 Dee. 17 Jan. 15 June 12 
_ (Million tons) 427 | 4.25 815 12.48 5.91 ak by Annalist | glO2% 19211921, 1920 ha 
U.S. Bank Clearings| Dec. | Nov. | Dec. |M ch | Av. Mo. A BOKER 1OGU. EE mers Pe areas eee 
Outside N.Y. City | 1921 | 1921 | 1920 1920. 1913, |, Albert S. Richey Dec. | Nov. | Dec.’| June | 
(Billions) 12.99 | 13.23 | 15.04 18.54 | 6.12 || Electric Railway ||US. Bur.Lab.Stat. 1921 | 1921 | 1920 1920 | 
mS oes LA Wi ab | e 
Dec. Nov. | Dec. | Dec. | Av. Mo. Engineer _ Retail food 1800 1520178 — | 100 
Business Failures 1921 1921 | 1920 1920 1913 Worcester, Mass. | Jan. 1 Dec. 1 Jan. 1 | Lye 
Number 2,380 1,985 1,736 1,736 1,213 | Nat.Ind.Conf.Bd. 1922 1921 1921 77330 (1910 
Liabilities (millions) | 76.34 | 72.30 96.34 | | 96.34 24.64 Cost of living 161.4 162.7 181.2 | 204.5 100 


| } 


*Computed by Mr. Riehey. 
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Net Income of P. R..T. for 1921 
$1,400,000 More than 1920 Net 


The income statement of the Phila- 


_ delphia (Pa.) Rapid Transit Company 


for the twelve months ended Dec. 31, 
1921, as shown in the accompanying 
table, shows a net income of $1,807,298, 
against $382,065 for the twelve months 
of 1920. In its report the company 


_ states that this figure of $1,807,293 has 


been expended for improvements in 
accordance with the published plan of 
the management. Increased appropria- 
tions from earnings for renewal ac- 
count, required in order to make neces- 


sary improvement in the condition of 


the property, not only used up all the 
moneys saved through decreased wages 
but in addition increased the total cost 
of operation by upward of $2,000,000. 

It is noted in connection with the 
traffic of the year just ended that 
although the total passenger revenue 
increased $3,525,207, the number of pas- 


_. Sengers carried decreased 71,934,784. 


921 1920 


, ' 1 
Operating revenue ..$42,420,605 $38,807,354 


Operation & taxes... 31,233,589 29,195,166 


Operating income ..$11,187,016 $9,612,188 
Non-oper. income.... 490,435 592,987 
Gross income ...... $11,677,451 $10,205,175 
é Fixed charges ..... 9,870,158 9,823,110 
Net income ........ $1,807,293 $382,065 
PASSENGER REVENUE 
1921 1920 

DATA TV relates, Sacks 0 $3,552,152 $2,987,814 
MPOWTUWAT Yn choc overs 3,140,820 2,643,356 
March Ba 5 aorta Oh ial 3,665,426 3,110,660 
April 3,559,788 3,105,643 
Rt aka a cat elie aang one) «6 3,686,930 3,306,189 
ce all RSA et a 3,485,631 3,105,463 
MU aL yee 3,265,138 3,042,926 
August 3,199,184 2,930,081 

September 3,270,195 3,026,331 
October 3,542,509 3,264,455 
November 3,418,544 3,656,497 
December 3,728,508 3,810,203 

Ie) a $41,514,830 $37,989,623 
TOTAL PASSENGERS : 

1921 1920 
Samira ih Ahi s a 71,205,982 74,552,909 
AS rah a ee ae 63,033,838 65,615,757 
7 reh + 73,721,200 77,592,919 
i SERA STN 71,797,138 77,836,256 

BN inches ducal ejeva"t « 74,455,275 82,908,613 
BPPRETG Dot Seite BW as Sonar 70,507,266 177,707,233 
JUL eh ees Sais 66,123,403 75,979,563 

Net eust 64,929,724 73,387,880 

eptember as+++ 66,390,051 75,598,837 
October seseeeee ss 71,861,509 79,535,980 
Bavember - 69,190,828 72,359,721 
December) . 5.5 4.5 1. 73,331,137 75,406,467 

DOA cenit, hes nek 836,547,351 908,482,135 


Dallas Railway Earns More 
than Seven per Cent. 
The total gross earnings from rail- 


_ Way. operation of the Dallas (Tex.) 
‘Railway for the year 1921 were $3,143,- 


582. Of this amount $3,027,708 was 
derived from passenger revenue. The 


_ total expenses amounted to $1,803,649. 


The railway carried 60,935,075 passen- 
gers and operated 7,533,604 car miles. 
Mr. Meriwether, vice-president and 


general manager of the property, in an- 


nouncing the accomplishments of the 
year just ended said that the company 
earned a return of 7.63 per cent on the 
property value. Items amounting to 
$70,695 were removed during the year 
m the property value. 


Financial 


News Notes 


Reports Net of $762,386.—The Market 
Street Railway, San Francisco, Cal., has 
reported a net revenue from railway 
operations of $1,779,005 for the nine 
months period beginning April 1, 1921. 
The gross income amounted to $1,353,- 
497 and the net income realized was 
$762,386. 


Collateral Trust Shows Surplus.— 
The Chicago City & Connecting Rail- 
ways, Chicago, Ill., shows a gross in- 
come for 1921 of $1,418,988 against 
$1,442,503 for 1920. After making 
deductions a surplus remains of $207,- 
955 for 1921 against $194,633 for the 
previous year. 


No Date Set for Payment on “L” 
Dividend. — The Interborough Rapid 
Transit Company, New York, N. Y., has 
announced that it is not known just 
when the dividend on the Manhattan 
Railway will be paid. This payment 
was due on Jan.1. By the terms of the 
lease under which the Interborough 
operates the Manhattan Elevated the 
lessee is given ninety days of grace in 
which to meet the obligation. 


Middle West Dividend Increased.— 
The Middle West Utilities Company, 
Chicago, Ill., has declared a quarterly 
dividend of 1 per cent on the preferred 
stock, payable on Feb. 15 to stock of 
record of Jan. 31. This places the 
stock on a 4 per cent basis for this year 
as against 3 per cent for last year and 
is in accordance with President Samuel 
Insull’s promise whereby the rate will 
be increased 1 per cent each year up to 
7 per cent. 


Gold Bonds Offered.—White, Weld & 
Company and West & Company are 
offering $2,590,500 of thirty-year first 
lien gold bonds of the Federal Light & 
Traction Company, New York, N. Y. 
The price is 91% and interest yielding 
more than 62 per cent. The bonds are 
dated March 1, 1912, and are due March 
1, 1942. The purpose of the issue is 
to retire $1,500,000 debentures due 
March 1, 1922, and to fund current in- 
debtedness. 


Question of Property Rights Before 
Court.—Judges Thomson and Orr of the 
United States District Court at Pitts- 
burgh, Pa., now have before them for 
decision the question of determining 
what part of the equipment of the 
Pittsburgh Railways as now operated is 
properly the property of the Southern 
Traction Company. When that matter 
has been settled it is expected that the 
first step will be announced in connec- 
tion with the actual sale of the prop- 
erty under foreclosure. 


Railway Purchased. — The Walla 
Walla Valley Railway, which gives 
electric railway service to Walla Walla, 


and has an interurban line from Milton 
to Freewater, Ore. has been purchased 
by the Northwestern Improvement 
Company, a subsidiary of the Northern 
Pacific Railway. The Walla Walla 
Company is owned by the Pacific Power 
& Light Company. The deal does not in- 
volve the company’s power and light 
holdings. 


Successor Company Elects Officers.— 
The property of the Springfield (Vt.) 
Electric Railway, which has been in the 
hands of H. H. Blanchard as receiver, 
has passed to the ownership of the 
Springfield Terminal Railway Corpora- 
tion as successor. At the meeting of 
the stockholders of the new company 
on Jan. 11 these directors were elected: 
Charles G. Staples, Edmund R. Pratt, 
E. A. Davis, E. S. French and John N. 
Harvey. The directors organized by 
electing E. S. French president, E. A. 
Davis vice-president, and Charles G. 
Staples treasurer. All the directors 
were present except Mr. Davis. 


Venner Gets Judgment.—Supreme 
Court Justice Burr, who some time ago 
heard the application in three suits by 
Clarence H. Venner and corporations. 
controlled by him for judgment against 
the Interborough Rapid Transit Com- 
pany, New York, N. Y., on the ground 
that the answers of the Interborough 
to the actions on $50,000 in notes past 
due were of no legal effect, granted the 
applications on Dec. 9. Judgments 
against the Interborough will be entered 
in accordance with the decision, but no 
attempt will be made to collect on them 
pending an appeal from the decision. 
The main defenses were that Venner, 
who has specialized in the past in suits 
on various grounds against the Inter- 
borough, was the real claimant in each 
case and that the notes due in Septem- 
ber were also the subject of litigation 
in the Federal Court. The answer of 
the company as made in the Federal 
Court is referred to on page 169 in 
this issue. 


Denver Outlook Hopeful.—In com- 
menting on the affairs of the Denver 
(Col.) Tramway in its issue of Jan. 8 
the Denver Post said: “President 
Stenger, as receiver, has been direct- 
ing his energies and the revenues of the 
company toward a rehabilitation of the 
company in all directions, replacing ob- 
solete rolling stock with more modern 
equipment and restoring the tracks in 
all parts of the city, until today the 
tramway is in better physical condition 
than it has been in for twenty-five 
years. There has been an improvement 
in the personnel, which is apparent in 
many ways, and a consequent better- 
ment in service, which, in spite of ad- 
verse general business conditions, is 
attracting a larger volume of travel 
and a natural increase in revenues. All 
these factors work to the advantage of 
the company’s securities, and the mere 
fact that the latter are hard to procure 
in a rising market is a hopeful sign that 
the tramway will again come into its 
own as one of the more important ele- 
ments in the city’s activities.” 
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Twelve Lines Rerouted 


Chicago About to Carry Out Beeler 
Plan in Downtown District— 
Gains 11 per Cent Space 


in the downtown district of 
Chicago will be rerouted on Jan. 29 
under a plan recommended by John A. 


Cars 


Beeler, consulting engineer, some 
months ago. This plan was described 
in detail in the issue of the ELECTRIC 
‘RAILWAY JOURNAL for Nov. 26, page 938. 
It affects twelve of the main lines of the 
company and is designed to distribute 
traffic more equitably, allowing about 
11 per cent more track capacity in that 
district. 

To acquaint the public with the pro- 
posed changes the management will dis- 
tribute several hundred thousand folders 
showing the changes on each of. the 
lines. Besides a large force of uni- 
formed supervisors will be distributed 
throughout the downtown territory to 
direct the people until they become used 
to the new order of things. 

No action has been taken by. the IIli- 
’ nois Commerce Commission since its 
order for a 5-cent fare on the Surface 
Lines was held up by a federal court 
injunction. It has been hinted that the 
commission will await the outcome of an 
appeal to the United States Supreme 
Court. Another suggestion is that the 
state body will limit the companies to a 
return of 6 per cent on the fixed valua- 
tion and require that the excess earn- 
ings be placed in a special fund to be 
used later on for reduction in the rate 
of fare. 

The local transportation committee 
of the City Council is marking time on 
the various proposals which have been 
made for consolidation of the surface 
and elevated lines. The president of the 
board of local improvements recently 
offered to build a comprehensive system 
of subways by special assessment on 
property. 


Duluth Rate Decision Delayed 


Decision as to the proper permanent 
rate of fare for the Duluth (Minn.) 
Street Railway to charge will be de- 
layed until after evidence as to the rate 
of return is taken in St. Paul by the 
State Railroad & Warehouse Commis- 
sion. 

In establishing a valuation, the com- 
pany tried, at the hearing in Duluth, 
to include superseded property, such as 
horse cars and assets of the five com- 
panies existing before the present cor- 
poration, but was opposed. The com- 
pany in its statement listed obsolete 
equipment and construction, including 
expenses of electric development and 
improvement, at $693,688. It also in- 
cluded $50,000 for uniting the system, 
interest cost up to $657,631, miscel- 
laneous expenses at from $1,077,116 to 


$1,648,511 and a power contract, since 
abandoned, at $379,542. 

The city is opposed to many of these 
figures. It will allow for all charges, 
exclusive of overhead expenses, a going 
value of $400,000. The total value 
placed by the company was approxi- 
mately $1,509,477. Overhead expenses 
of the railway the city would list at 
about $310,709. 


Must Add Cross-town Service 


The Indianapolis (Ind.) Street Rail- 
way was recently ordered by the Board 
of Public Works to establish cross-town 
trolley service between Irvington and 
Mount Jackson, in Washington Street, 
operate some cross-town cars in Thirty- 
fourth Street, reroute College Avenue 
cars in the downtown district and re- 
route also cars on the Riverside line. 
Mayor Lew Shank had first sent a let- 
ter to the works board asking that the 
four changes be ordered. | 

The orders are to become effective 
not later than Feb. 1, the board in- 
structed the railway company. 

The Mayor suggested that at least 
one car each way every ‘half hour be 
run through between Irvington and 
Mount Jackson in Washington Street. 
He said that eventually he wishes the 
railway to build a cross-town line in 
Twenty-ninth Street. There are no car 
tracks in that street now and it is not 
open in some blocks. 


Change in Franchise Rate Sought 


The South Carolina Light, Power & 
Railways Company, Spartanburg, S. C., 
is petitioning Council to order an elec- 
tion for a vote on the change of the 
franchise of the company, which is ask- 
ing that the present fare of 7 cents, 
provided by the court under receiver- 
ship, be made permanent. The com- 
pany is also asking to be relieved of 
building the connection tracks, pro- 
vided in the franchise, to Clifton No. 3 
and Whitney. 

There now exists a contract whereby 
the railway is obliged to repair those 
sections of the city streets between the 
company’s tracks. This obligation is 
imposed upon the company in its fran- 
chise, and the South Carolina Light, 
Power & Railways Company sets forth 
in its petition that it wishes to have 
this franchise continued, but it asks 
that City Council be authorized to enter 
into such arrangements with the com- 
pany in connection with this obligation 
as Council may deem most advan- 
tageous to the city’s interests. 

The petition asks that the maximum 
rate of $2 per 1,000 cu.ft. of gas now in 
vogue under the receivership be made 
permanent. George B. Tripp, receiver, 
refused to make any statement as to 
the petition. 


Injunction Made Permanent 


' Attorney-General of Louisiana Pre- 


vented from Interfering with Col- 
lection of Eight-Cent Fare 


-The Federal District Court for the 
Eastern District of Louisiana, Judges 
Nathan P. Bryan of the Cireuit Court, 
Rufus Foster of the District Court and 
H. D. Clayton of the District Court of 
Alabama, sitting en banc; on Jan. 21 
made permanent the. temporary re- 
straining order issued by Judge Foster 
on May 20, 1920, at the request of J. D. 
O’Keefe, receiver of the New Orleans 
Railway & Light Company. This order 
enjoins the State’s Attorney-General A. 
C. Coco from interfering with the com- 
pany in the collection of an 8-cent fare 
or from bringing suit against the com- 
pany in the exercise of that right. ~ 

It will be recalled that Attorney-Gen- 
eral Coco, at the time the hearing on the 
petition for a permanent injunction was 
fixed, alleged that the matter to be_ 
solved involved a constitutional ques- 
tion, and at his request the temporary ~ 
injunction named three federal judges 
to hear and determine the application 
for a permanent injunction. 

The decision of the court was unani- 
mous. It was announced orally by 
Judge P. Bryan and upheld the appli- 
cation for a permanent injunction, be- 
ing accompanied by the declaration that 
the injunction restrains the Attorney- 
General and “not the State.” The court 
said: 

If, 
we are enjoining the State, 
unconstitutional. 
enjoin the Attorney-General without en- 
joining the State. Therefore, the injunc- 
tion shall be prayed for. 

The decision of the district federal 
court as just rendered will have no spe- 
cial bearing on the moot question 
whether or not the Commission Council 
is a rate-making body and hence has or 
has not authority to enter into a confer- 
ence with the railway fixing rates of 
fare and charging for gas and electric 
light and power. 

This is a matter yet to be determined 
by the United States Circuit Court of 
Appeals, before which tribunal it has 
already been argued and submitted and 
a decision in which case was expected 
to be handed down about Jan. 9. This 
suit and the suit in the State Supreme 
Court, on appeal from the district court, 
are the only matters of litigation now 
pending in the courts in the railway 
tangle at New Orleans unless Attorney- 
General Coco should decided to prose- 
cute the case further by taking an ap- 


by enjoining the Attorney- -General, 
it would be 


peal from the Federal District Court © 


to the State Supreme Court. 

It may be stated, advisedly, however, 
that no steps will be taken by the Com- 
mission Council or Commissioner Malo- 
ney of the Department of Public Util- 
ities toward reopening negotiations with 


the security holders of the railway, © 


which negotiations were abruptly ter- 


minated by the Supreme Court some — 


time ago, until the field is clear of all 
legal entanglements and the city can see | 
its way toward coming to some definite 
and amicable solution of the matter. — 
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We have decided we can = 


a 


January 28, 1922 


‘detours. 


Rerouting Approved 


Court Sanctions Modification of Beeler 
Plan for Use in Kansas City, Kan. 
—City Does Not Object 


Judge Kimbrough Stone of the 
United States Circuit Court at Kansas 
City, Mo., responsive to an applica- 
tion by the receivers of the Kansas 
City Railways, recently issued an order 
establishing new routings for cars of 
the Kansas City Railways in Kansas 
City, Kan., and between the two Kansas 
Cities. The order came subsequent to 
a hearing in which representatives of 
the city of Kansas City, Kan., and all 
others interested were heard. The 
routings as now established are under- 
stood to be satisfactory. No objection 
was filed on the part of the city. 
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were made intercity lines, either with 
terminals in the Kansas City, Mo., 
business district or made continuous 
lines serving sections of Kansas City, 
Mo. These six lines entered Kansas 
City, Mo., over three viaducts and 
passed through three downtown streets 
—two lines on each street. A seventh 
intercity line extended only a _ short 
distance into Kansas City, Kan., re- 
ceiving passengers from Kansas lines 
bound for Kansas City, Mo. There 
was an eighth intercity line into Kansas, 
the Rosedale line, but this was not 
involved in the rerouting, as the Rose- 
dale section is not closely connected 


with the other Kansas City, Kan., 
communities. 
Operation under the temporary 


schedule enabled the receivers to test 


Foralle! 


= 


Reynolds. 


Sooo 


Lerr, TEMPORARY ROUTING IN EFFECT IN KANSAS CiTy, KAN., IN SEPTEMBER, 1921; RIGHT, 


PLAN FoR PERMANENT ROUTING ADOPTED 


The rerouting in Kansas City, Kan., 
has been delayed far beyond the period 
in which the Kansas City, Mo., re- 
routings were put into effect under 
the so-called Beeler plan. The chief 
obstacle to the Beeler program of 
rerouting in Kansas City, Kan., was 
the desire of every section of the city 
to have intercity service, complicated 


with the desire of the leading factors 


in the city to have numerous lines 
routed through the Kansas City, Kan., 
business center. . 

The situation of Kansas City, Kan., 
with reference to Kansas City, Mo., is 
such that about a third of the city’s 
traffic passes Minnesota Avenue, the 
main business street, while bound for 
Kansas City, Mo. There were demands 
that additional lines be routed over 
Minnesota Avenue, which required long 
Naturally the intercity traffic, 
too, was less than the local traffic, so 
that the demands for intercity service 
for all sections, could be met only with 
difficulty and at great expense. 

Under temporary rerouting in Sep- 
tember, 1921, six of the lines serving 
as many sections of Kansas City, Kan., 


IN KANSAS City, KAN., IN JANUARY, 1922 


the expense of compliance with the 
the insistent demands for extensive 
intercity service. The receivers there- 
fore went before the court with a show- 
ing as to the excess of expense in the 
elaborate service and declared that 
good service could be given with fewer 
intercity cars. 

The new order eliminates two of the 
intercity routes and readjusts others 
for more direct operation, reducing the 
detouring. One line now passes the 
state line on the Intercity viaduct, en- 
tering at Sixth Street; another line 
uses the James Street viaduct and 
bridge and enters Twelfth Street; a 
third intercity line uses the Central 
Avenue viaduct, entering at Eighth 
Street. Only Twelfth Street, has two 
intercity lines, its second being the 
Argentine, which comes now directly 
from the Argentine district, and no 
longer detours through the business 
section of Kansas City, Kan. The short 
line for transferring from Kansas lines 
continues to use Kighteenth Street. 

The plan advanced by Mr. Beeler as 
in his opinion most advantageous for 
adoption called for concentrated service 
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in Kansas City, Kan., with local lines 
radiating from the center of the busi- 
ness section of the city and heavy 
trunk line service from the center of 
Kansas City, Kan., to Kansas City, Mo. 
The idea behind this proposal was to 
build up Kansas City, Kan., and to 
give Kansas City, Kan., riders quicker 
and more direct service. Under the 
Beeler plan through riders between 
Kansas City, Kan., and Kansas City, 
Mo., would have had to transfer at 
the business center of Kansas City, 
Kan., to the trunk lines. The plan 
now put into effect is a compromise 
on this and secures about half the 
economies of the original proposal. 
The original plan would have saved 
about $300,000 a year, while the new 
plan will probably save not more than 
$150,000. 


One-Man Cars Remain 
in Syracuse 


On the eve of the hearing before the 
Public Service Commission of the-de- 
mand of Syracuse, N. Y., for a reduc- 
tion from the 8-cent fare and discon- 
tinuance of the use of one-man cars by 
the New York State Railways, Mayor 
Walrath reached an agreement with 
officials of the company for the con- 
tinued use of one-man cars upon the 
installation of safety appliances. 

Corporation Counsel Cregg, direct- 
ing the fight before the commission 
against the fare and one-man cars, 
feels that this will be likely to prejudice 
the members of the commission against 
a reduction. 

In a proposal submitted to the Mayor 
on Jan. 12, it is understood that the 
company definitely refused to give up 
the one-man cars. The terms of the 
proposal have not yet been made public. 
To provide for increased service the 
Mayor and officials of the company 
agreed that emergency control brakes 
and interlocking doors shall be in- 
stalled. ; 

Mayor Walrath stated shortly after 
the agreement had been reached that 
the action before the Public Service 
Commission for the abolition of one- 
man cars, might be dropped after these 
safety devices were installed. The pro- 
ceedings were scheduled to begin on 
Jan. 30, but have been postponed be- 
cause the railway would not have had 
time to demonstrate its improved 
service. 

Both Mayor Walrath and his compéti- 
tor during the campaign, came out 
positively against the continued use of 
one-man cars, ie ; 


No Five-Cent Fare in Lynn 


The Central Labor Union of Lynn, 
Mass., was recently notified by G.. H: 
Gray, local manager of the Eastern 
Massachusetts Street Railway in Lynn, 
that it will be useless to look for a™5- 
cent fare until business conditions im- 
prove. He said that reductions had 
been made during the past year and 
will again be made when the company’s 
finances permit, 
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To Ask 8-Cent Fare Continuation 


The Washington Railway & Electric 
‘Company, Washington, D. C., expects 
to ask that the present fare of 8 cents 
cash and five tokens for 35 cents be 
continued when the Public Utilities 
Commission begins consideration of the 
railways cases on Feb. 1. With the 
continuation of the present fare, Presi- 
dent Ham of the Washington Railway 
& Electric Company. is confident that 
the-company will be able to make the 
necessary track extensions. He re- 
gards work on the Eleventh Street line 
as most important, for it would relieve 
congestion on Ninth Street and Georgia 
Avenue. According to a recent state- 
ment, this extension would accomplish 
better results than the commission 
plan which provides for a new _ street 
between Seventh and Ninth Streets 
north of Florida Avenues. 

Discussing the future rate of fare, 
Mr. Ham said that while the company 
had several bad years, last year was 
a reasonably good year. At the forth- 
coming hearing, he said, the question 
for the people to decide will be whether 
they want the rate of fare kept down 
to the minimum on which the company 
can exist or whether they want a rate 
of fare that will: permit of extensions 
and improvements to service: 


Wants Ten Cents in Boise 


The Boise (Idaho) Street Car Com- 
pay has applied for permission to put 
into effect a 10-cent rate of fare. In 
its financial statement supporting the 
application for increased rates the com- 
pany states that from Jan. 1, 1921, to 
Dec. 31, 1921, the operating revenues 
amounted to $70,688 while operating 
expenses totaled $76,552. In this figure 
no allowance is made for depreciation. 

The present rate is 5 cents cash with 
eleven-trip tickets for 50 cents. The 
company is now seeking a 10-cent cash 
fare with an eight-strip ticket for 50 
cents. 


Reasonable Rate of Fare 
Investigation Set 


To determine if the rate of fare in 
the District of Columbia is reasonable, 
the Public Utilities Commission will 
hold public hearings beginning Feb. 1. 
The commission intends to investigate 
particularly the wages of trainmen and 
the necessity for track extensions. 

The Capital Traction Company has 
a formal agreement with its men, 
nearly all of whom are unionized, which 
may be changed on March 31. Either 
the men or the company may open the 
wage agreement for revision by giving 
notice March 1. 

The Washington Railway & Electric 
Company has no agreement with its 
trainmen, and may change the wage 
seale at any time. An official of the 
company said recently there are some 
union men on the W. R. & E. cars, 
but the company has no information as 
to their number. 

For more than a year both street 
railway companies have paid their men 
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51, 54 and 56 cents an hour, according 
to length of service. 

John H. Hanna, general manager and 
vice-president of the Capital Traction 
Company, said the company has not de- 
cided whether it will reopen the wage 
agreement in March. 


Rejects Proposal to Petition 
for Lower Fares 


The Board of Aldermen at Hartford, 
Conn., on Jan. 28, rejected a proposal 
to petition for a reduction in fare on 
the lines of the Connecticut Company. 
The vote was 13 against and 5 in favor. 
The report of a special committee ap- 
pointed to look into the matter said in 
part: 


In view of the pending decision by At- 
torney General Daugherty as to the dis- 
position of the lines of the Connecticut 
Company, it would seem that the time was 
not propitious to present such an appeal 
for the decision may change the entire as- 
pect and promises of any appeal that might 
be made at this time. 

As the Connecticut Company has volun- 
tarily issued new rates with a reduction of 
162 per cent on the present fares it would 
seem that any appeal made by the city 
might be further weakened, for the com- 
pany will not have had opportunity to 
prove or disprove the value of the new 
rates. 

The Connecticut Company did not ad- 
vance rates in proportion to the advance in 
the cost of running expenses, therefore, it 
would seem to require further time to 
make up the lost revenue. 


This settles the question as to the 
matter of the city of Hartford in 
seeking further reductions in electric 
railway fares. 


Service in Albany Will Be 
Investigated 


The quantity and quality of service 
furnished in Albany, N. Y., by the 
United Traction Company is finally 
going to be probed by the Public Ser- 
vice Commission following the com- 
plaint of inadequate service and in- 
ability of one-man cars to meet traffic 
demands filed with the commission by 
Porter L. Merriman, Albany attorney. 
Chief Engineer Charles R. Vanneman 
of the commission has been ordered to 
investigate the complaint made by Mr. 
Merriman. 

Similar complaints of service in 
Schenectady, where one-man cars have 
recently been imstalled, will soon be 
filed with the commission, it is under- 
stood. The United Traction Company 
claims that not only is the one-man car 
service more satisfactory to the people 
in general, but that the percentage of 
accidents is far less than it was for 
any given period under the two-man car 
system. 


Wants Agreement Extended 


General Manager Blinn of the North- 
ern Ohio Traction & Light Company, 
Akron, Ohio, recently requested the 
public utilities committee of the new 
City Council to grant an extension of the 
5-cent fare agreement. The temporary 
agreement between the old City Council 
and the traction company authorizing 
a 5-cent fare on the city lines expires 
on Feb. 1. 
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Prospects Not Bright in San Jose 


Paul Shoup; president of the Penin- 
sular Railway and vice-president of the 
San José (Cal.) Railroads, has issued 
a statement which explains fully the at- 
titude of the management with respect 
to the applications for abandonment of 
service now pending before the State 
Railroad Commission. He said in part: 


The request for an increased rate of 
fare was denied and in good faith we have 
accepted the suggestions offered by the 
Railroad Commission as to ways and 
means of increasing the net revenue and 
are trying them out. The property has 
been and will continue to be economically 


managed, but in view of past experience | 


and the~fact that an adequate return has 
never been.earned upon the investment, we 
have no alternative except to ask the 
patience of the people of San José while 
we try out the remedies suggested, for 
until the demonstration of increased earn- 
ings can be made, it is not proper to ask 
anybody to put more money into the 
property. 

A fair interest return is not being earned 
on the bonded debt nor even on the physi- 
eal valuation given the property. We do 
not agree that this physical valuation is a 
true measure of the value of the property, 
but at this time that question is hardly 
before us since our earnings are so far 
short of a satisfactory return even upon 
the physical valuation given. 

We are now face to face with a situation 
where it would seem there is no hope of 
earning an interest return on our invest- 
ments or even the interest on our bonded 
indebtedness. I am not at this time pre- 
pared to state what steps will be necessary, 
for first of all we want to follow up care- 
fully the suggestions made in the State 
Railroad Commission’s order. 

It may be that it will be necessary for 
the bondholders to get together in friendly 
conference to determine a course of action 
which, as has been suggested, might of 
course result in the properties again being 
separated. For the present the best thing 
to do is to follow the suggestions in the 
commission’s order and measure the re- 
sults when time has demonstrated them. 


Omaha Case Still Before 
Commission 


The Omaha & Council Bluffs Street 
Railway rate case is still before the 
Nebraska State Railway Commission. 
The railway commisioners were in 
Omaha during the week end Jan. 21 
examining their own engineers on 
details of their independent original 
cost study. The railway continues to 
operate under a temporary passenger 
rate of 7 cents, with four tickets for 
25 cents, this rate having been author- 
ized on Aug. 10, 1920, and to continue 
until the commission shall have ordered 
a permanent rate. The commission is 


endeavoring to arrive at a fair valua- — 


tion for rate making purposes. 


New Britain Seeks Lower Fare 


A petition for a 6-cent fare within 
the city limits of New Britain, Conn., 
without transfer privilege, will be made 
to the Public Utilities Commission at 
Hartford. In the petition the municipal- 
ity points out that no trolley line from 
the city limits to the central transfer 
point is more than one-half mile long 
and that the charge made by the Con- 
necticut Company of 10 cents for trans- 
portation from the city limits to the 
central transfer point is discriminatory 
and more than just, reasonable and 
adequate to provide properly for the 
public convenience, necessity and wel- 
fare. 
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__. Refuses Review of Decision. — The 
Public Service Commission of New 
York has refused the application of the 
Schenectady Railway for review of the 
decision prohibiting it from continuing 

its two fare charges. These charges 

_ aggregated 13 cents within the Albany 
city lines. The decision confined it to 
a single local fare of 8 cents. 

Six-Cent Fare Continues in Bingham- 

- ton.—Continuation of the 6-cent fare 
until Jan. 15, 1923, was granted by the 
Public Service Commission to the Bing- 
hamton (N. Y.) Railway on Jan. 19. 
The Binghamton City Council had previ- 
ously approved the petition. William 
G. Phelps, receiver for the company, 
has promised to install fifteen addi- 
tional cars. 


_ Fewer Transfers Issued. — Since 
transfers: on the lines of the Birming- 
ham Railway, Light & Power Company, 
Birmingham, Ala., cost 2 cents they 
are not so popular as when they were 
issued free. They were given out gratis 
a part of the month of November, 1921, 
but the rest of the month they were on 
sale for 2 cents. In November, 1920, 
the number of transfers amounted to 
1,507,757, against 992,842 for Novem- 
ber, 1921. 


Improves’ Service. — The Pacific 
Northwest Traction Company  an- 
nounces a. cut in running time from 
Seattle to Bellingham, of 25 minutes, 
according to John Hickock, superin- 
tendent. This has been made possible by 
gearing up the coaches to a maximum 
speed of 65 miles, an increase of 15 
miles. The company operates its inter- 

_ urban to Everett, connecting there with 
_ motor buses to Mt. Vernon, and from 
_ there to Bellingham by interurban. 


Will Consider Changes in Ordinance. 
_ —City officials at Sacramento, Cal., and 
_ cfficials of the Pacific Gas & Electric 
Company are considering modifications 
in the franchise which if adopted will 
result in a 5-cent fare. The railway 
has been authorized to charge 6 cents 
beginning Feb. 1. The State Railroad 
: Comniission has announced that if 
Sacramento would agree to certain 
changes in the franchise and a reduc- 
tion of service in the city the fare 
would remain at 5 cents. 
i, Non-Transfer Service on B. R. T.— 
Measures have been introduced in the 
New York State Legislature providing 
for the continuance of non-transfer 
service on the Church Avenue line in 
Brooklyn of the Brooklyn Rapid Transit 
Company and for re-establishment of 
such service on two abandoned lines in 
the city. The bill passed last year pro- 
vided for waiver of the non-transfer 
service for a year only, and unless the 
new bill is passed the company will 
to abandon all service on the line. 
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One Man Cars Will Be Used on 
Extension.—One man cars will be put 
in operation on the Norwood line of the 
Birmingham Railway, Light & Power 
Company, Birmingham, Ala., about 
Feb. 1, according to the announcement 
of J. S. Pevear, president and general 
manager under the receiver. The cars 
are rebuilt cars and will seat thirty- 
Six passengers. The routing of the 
Norwood line through the business dis- 
trict will be changed and shortened so 
that approximately four to six minutes 
will be saved in getting in and out of 
the business district. 


Life of George Westinghouse 


By Henry G. Prout, C.E:,. A.M., LED, 
Published by Charles Scribner’s Sons, New 
York, 375 pages. Cloth. Price $2.50. 

It was most appropriate that the 
initiative for the preparation of this 
biography should have come from the 
A.S.M.E., which represents so many in- 
terests with which Mr. Westinghouse 
was concerned, such as steam railroad, 
electrical, power, electric railway, and 
marine. This society appointed a com- 
mittee of eminent members to super- 
vise the work of publication, and its 
choice of an author was a happy one. 
Colonel Prout had long been a busi- 
ness associate as well as a personal 
friend of Mr. Westinghouse, and these 
facts with his engineering experience 
of many years and his literary ability 
peculiarly fitted him for the task. The 
completed volume will not only prove 
absorbing to those engaged in engineer- 
ing pursuits to whom the details of 
the work of Mr. Westinghouse are 
more or less familiar, but should also 
appeal strongly to those who know of 
him only as a great inventor, organizer 
and manufacturer. Perhaps no book 
for a long time has been issued which 
is better adapted to inspire the younger 
engineers to emulate the activity, 
courage, persistence, resourcefulness 
and pleasure in undertaking and solv- 
ing engineering problems characteristic 
of Mr. Westinghouse. 

The first chapter is devoted to an 
account of the early life of Mr. West- 
inghouse. Briefly, he was born. in 
Vermont in 1846, joined the northern 
forces in the Civil War at. the age 
of sixteen and one-half. years and at 
its close entered the works for the 
manufacture of agricultural machinery 
owned by his father at Schenectady. In 
1865 when nineteen years old he took 
out his first patent, which was to be 
followed by nearly four hundred others. 

His later activity was so great and 
in so many fields that it is wisely 
treated in the book under review by 
topics rather than chronologically. 
Chapter II is devoted to the air brake. 
This was his first great invention and 
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perhaps the one with which his name 
is most closely associated in the popu- 
lar mind, It is interesting to note 
that his idea to apply compressed air 
to the problem of braking came from 
a magazine article which he read on 
the use of compressed air in the drill- 
ing machinery used to pierce the St. 
Cenis tunnel in Europe. 

The electrical work of Mr. Westing- 
house began in 1883 with the Stanley 
incandescent lamp and a direet-current 
generator, but realizing the possibilities 
in transmission of alternating current 
he purchased the Gaulard & Gibbs 
patents in 1885. This system, im- 
proved and developed by Mr. Westing- 
house and his engineers, was put out 
first with single-phase distribution at 
133 cycles and was used, of course, 
only for lighting. The change to sixty 
cycles and polyphase distribution did 
not come until some years later when 
the induction motor was developed by 
another of Mr. Westinghouse’s engi- 
neers, Nicola Tesla. 

It will be impossible here to sketch 
any of the other portions of the book, 
which include chapters on the friction 
draft gear, the rotary converter, the 
Niagara Falls installation, electric trac- 
tion, steam and gas engines, the 
turbo-generator, signalling’ and inter- 
locking and natural gas, as well as two 
final chapters on the personality and 
meaning of George Westinghouse. 
Throughout the volume the reader is 
constantly impressed not only with the 
possession by Mr. Westinghouse of 
qualities which go to make up a great 
inventor and successful man of affairs, 
but with his attractive personal traits 
which won for him the wholehearted 
loyalty and affection of all who were 
fortunate to be associated with him 
in his many enterprises. 3 

Of his influence in the electrical in- 
dustry, the best summary is perhaps 
given in the words of Lord Kelvin 
quoted in the book, namely: “The 
electric development we know would 
long have been halted without his 
daring and resourcefulness.” 


McGraw Central Station Directory 
and Data Book 


1921-1922 edition 


annually, : 
pages, bound in 


Published 
22, 870 


issued Jan. 1, 1$ 
flexible covers. 


This list has been published by the 
McGraw organization for more than 
twenty-five years. The general arrange- 
ment of the book and the data given 
are very similar to those in the Electric 
Railway List, the information including 
statistics of the power station and dis- 
tribution system, details of the city 
contracts showing number, size and 
type of lamp used and rate received, 
number of meters, total connected power 
load, whether retailing electrical goods, 
etc. In the current issue more than 
5,000 companies furnished new reports, 
and altogether more than 60,000 changes 
were made from the preceding edition. 
The book is published by the Directory 
Department of the McGraw-Hill Com- 


pany. 
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Mr. Feiker Continues with 
Department of Commerce 


F. M. Feiker of the McGraw-Hill 
Company, publishers of the ELECTRIC 
RAILWAY JOURNAL, who for the past 
eight months has been assisting Secre- 
tary of Commerce Herbert Hoover in 
the. reorganization of the department, 
has resigned. Mr. Feiker has not, -how- 
ever, completely severed his relations 
with the Secretary or the department. 
He has been appointed a special agent 
of the Bureau of Foreign and Domestic 
Commerce, to continue in a consulting 
capacity the work he has been render- 
ing. 

Last May Mr. Feiker was given leave 
of absence from the McGraw-Hill Com- 
pany to join the Department of Com- 
merce as a special administrative as- 
sistant of Secretary Hoover. He was 
selected because of his very wide knowl- 
edge of and experience and. acquaint- 
ance in the American industrial field. 

Under the direction of Mr. Feiker and 
Dr. Julius Klein, Director of the Bureau 
of Foreign and Domestic Commerce, the 
industrial and business contacts of that 
bureau have been enlarged, business re- 
lations with trade association commit- 
tees have been established and the so- 
called Commodity Divisions of the 
bureau created. Mr. Feiker has drawn 
some fifty or sixty experts from the 
business world to the Department of 
Commerce to be of direct and specific 
service to American business. During 
Mr. Feiker’s stay with the department 
“Commerce Reports,” the Government’s 
official foreign trade paper, has been 
changed from a daily to a weekly pub- 
lication and its style and appearance 
completely altered more nearly to meet 
the needs of business. The “Survey of 
Current Business,” a new publication 
destined to be of much assistance to 
American business men, was brought 
into existence. Mr. Feiker’s services 
extended to the Bureau of Standards, 
the Bureau of the Census and other 
parts of the department. He served 
as editorial adviser on the department’s 
board of editors. 


C. Loomis Allen Withdraws from 
Railway Work 


C. Loomis Allen, vice-president and 
general manager of the Syracuse & 
Suburban Railroad, Syracuse, N. Y., 
which is soon to be sold at auction, 
will enter the typewriter business, 
having with associates formed the E. 
R.. Roberts Typewriter Company. He 
will remove from Syracuse to New 
York. soon. 

Mr. Allen organized the engineering 
firm of Mather & Allen in Syracuse in 
1892 and was engineer for the Syracuse 
Rapid Transit Railway, and planned 


the consolidation and electrification of 
the present railway system in that city. 
He has been active at one time or 
another in the management of nearly 
every electric railway in Central New 
York. During the war he was for a 
time chairman of the American Electric 
Railway War Board with headquarters 
in Washington. ; 


J. P. Barnes Made Bank Director 


At the annual election of directors of 
the Citizens’ Union National Bank, 
Louisville, Ky., probably the largest 
bank south of the Mason & Dixon line, 
James P. Barnes, president of the Louis- 
ville Railway, was elected a member 
of the board. This is an honor, espe- 
cially in wiew of the fact that Mr. 
Barnes has been in Louisville not quite 
two years. Mr. Barnes was also elected 
a director of the Louisville Industrial 
Foundation recently, and is also a mem- 
ber of the Mayor’s advisory committee, 
composed of leading business men and 
members of the business organizations 
of the city. 


Mr. Stratton to Superintend 
Eastern Pennsylvania 
Railways 


On Jan. 1 A. J. Stratton was made 
assistant superintendent of the Eastern 
Pennsylvania Railways, Pottsville, Pa., 
an appointment which follows his ex- 
cellent work for that company since 
December, 1920. 

Mr. Stratton’s first appearance in the 
electric traction field was in 1912, when 
he became engineer of maintenance of 
way of the New York & Queens County 
Railway, New York, N. Y. His work 
up to that period had consisted, he 
says, of “buffeting around” New York. 
In 1915 Mr. Stratton went to the 
Mobile Light & Railroad Company, 
Mobile, Ala., as engineer, but the next 
year he accepted a similar position with 
the Binghamton (N. Y.) Railway dur- 
ing the reconstruction of that property. 

In 1916 he transferred his activities 
to the northern part of the country and 
for two years was assistant engineer 
of way and structures of the Brooklyn 
Rapid Transit Company. In 1918 he 
advanced still further in his work when 
he became assistant engineer of the 
valuation department of the Metropoli- 
tan Edison Company, Reading, Pa. 
Since 1920 Mr. Stratton, besides his 
engineering work as superintendent of 
maintenance of way of the Eastern 
Pennsylvania Railways and associated 
lines, has acted in various engineering 
capacities for the J. G. White Manage- 
ment Corporation properties. His latest 
appointment is a recognition of Mr. 
Stratton’s special merit and his grasp 
of details in relation to track construc- 
tion problems. 


E. F. Greenleaf Busy with- 
Two Offices 


Emile F. Greenleaf has been advanced 
recently from superintendent to gen- 
eral superintendent of the Orleans- 
Kenner Traction Company, New Or- 
leans, La. He is carrying on the work 
as well of the office of president. Some 
time ago T. G. Bush gave up his duties 
as president of the company, and since 
then Mr. Greenleaf has been in execu- 
tive charge. 

Mr. Greenleaf is an experienced elec- 
trie railway man. He started with the 
Crleans-Kenner Traction Company as 
right-of-way solicitor in the years be- 
fore construction on the lines had been 
started. With the building of the rail- 
way he was given a minor position, 
from which he has been advanced by 
successive steps to his present position 
of general superintendent. 

The office of president-of the com- 
pany will be filled at the meeting of the 
board of directors which will be held 
in April. 


William J. Hart died at Syracuse, N. 
Y., Jan. 12, after an illness of one year. 
Throughout his life Mr. Hart was asso- 


ciated with electric railways. He built 
the Geddes line, the first in Syracuse, 
which ultimately became part of the 
New York State Railways, and later 
became superintendent of the line. 
Other construction in which he was 
engaged include the electric railway 
lines at Saginaw, Mich., and the line 
connecting Detroit and Mount Clemens, 
Mich. 


Griffen S. Ackley, well known as an 
inventor of brakes and brake appli- 
ances, died in Brooklyn, N. Y., Jan. 23. 
He had been ill since October. Mr. 
Ackley was famous in the history of the 
electric railway industry as the inventor 
of the Ackley No Staff Brake and the 
Ackley Adjustable Brake. He estab- 
lished the National Brake Company in 
Buffalo (N. Y.) in 1908. Of this com- 
pany he was president until 1909, when 
he sold his interests and formed the 
Ackley Brake & Supply Corporation, 
with headquarters in New York City. 
This company handles Mr. Ackley’s in- 
ventions and has branches in Germany, 
France and England to promote and sell 
his brakes. He was president of the 
company until his death. Mr. Ackley 
spent much of his time in recent years 
in travel, particularly in Europe, where 
his brakes were extensively used. He 
was born in Springhill, Pa., in 1851. 
To reach the important position which 
he commanded he overcame innumer- 
able difficulties in connection with his 
work. His courage was limitless and 
carried him persistently ahead in the 
face of any disappointment. To his 
friends this tenacity of purpose was his 
outstanding characteristic. 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


E. H. Dewson Succeeded 
by J. C. McCune 


Of interest in electric railway circles 
is the recent announcement that E. H. 
Dewson, widely known as an authority 
‘en rapid transit problems, has retired 
as district engineer of the Westinghouse 
Traction Brake Company, in the Eastern 
territory, and will henceforth serve his 
company entirely in a consulting or 
advisory capacity. 

Mr. Dewson has been with the 

Westinghouse interests since 1901, when 
the old Standard Brake Company was 
acquired by Mr. Westinghouse . and 
moved to Wilmerding, Pa., to be known 
as the Standard Traction Brake Com- 
pany. Mr. Dewson had been chief engi- 
neer of the Standard Brake Company, 
a position which he retained under the 
new management. Several. years later 
the engineering departments of the sev- 
eral Westinghouse companies at Wil- 
merding were consolidated, the Stand- 
ard Traction Brake Company changing 
to the Westinghouse Traction Brake 
Company and Mr. Dewson becoming 
assistant chief engineer of the united 
organization. When the district or- 
ganizations of the Westinghouse Trac- 
tion Brake Company were created, Mr. 
Dewson was named resident engineer 
for the Eastern district, and has since 
remained in this post, maintaining head- 
quarters in New York City. 
_ E. H. Dewson’s successor as district 
engineer of the Westinghouse Traction 
Brake Company in the Eastern terri- 
tory is his former assistant, Joseph C. 
McCune. Mr. McCune is well known 
‘as a frequent contributor of articles on 
air brakes in the technical press. 

He joined the Westinghouse Traction 
Brake Company after he was graduated 
from Corneli University. He served 
through the war as an officer of engi- 
neers, acting as an instructor in the 
‘Third Officers’ Training Camp at Camp 
Lee, Va., and later saw service in France 
as a member of the Expeditionary 
Forces. He will maintain his present 
headquarters in New York. 


Trade Abroad During 1921 


_ Europe is still our greatest customer 
id our overseas transactions with the 
countries of that region during 1921 
considerably surpassed 1913 figures, 
‘says the Department of Commerce in a 
brief estimate for the year. American 
trade with European countries was 
greater by $775,000,000 in 1921 than 
during the pre-war year 1913. Even 
with the higher value of the dollar, the 
department declares that trade with 
urope was larger than in 1913. 
Of the various European countries, 


the United Kingdom is our best cus- 
tomer, while Germany has now risen to 
second place as a consumer of Amer- 
ican goods. Our exports to Germany 
during 1921 exceeded by about $25,000,- 
000 our exports to that country in 1913, 
and final 1921 figures for Germany will 
show an increase over 1920. 

Trade between the United States and 
Latin America increased by 100 per cent 
in value during 1921 as compared with 
1913. The Commerce Department esti- 
mated that trade between all the coun- 
tries of Latin America and the United 
States amounted to $1,404,000,000 as 
against the total of $730,000,000 in 
1913. If the trade for 1922 and suc- 
ceeding years shows no decrease over 
1921, it.may fairly be said that on the 
whole we have emerged from these 
years of economic prices and depres- 
sions with a substantial net gain of our 
business with Latin America. 


Bids-for Electrification of 
Brazilian Railway 


The notice for sealed bids for the 
electrification of the Central of Brazil 
Railway was published in the Diario 
Official for Nov. 27, 1921. The notice 
according to Commerce Reports for Jan. 
9, calls for proposals on the electrifica- 
tion of stretches of the line, the opera- 
tion of traction and transport material, 
the construction of substations, and 
various other improvements on this im- 
portant Brazilian railway. It is quite 
probable, however, that a new proposal 
will be issued, as strong objections 
have been made to some of the terms 
of the present one. 

The proposals will be received on 
March 30, 1922, at 1 p.m. A bond of 
200 contos is exacted to guarantee the 
signature of the contract. Only those 
competitors will be considered as fit 
who ean prove, in addition to sufficient 
financial capacity, that they have fur- 
nished and mounted large installations 
of electric traction, including installa- 
tions for operation in large railway 
yards. In order to guarantee the exe- 
cution of the contract, the bond will be 
raised to 500 contos of reis. 

The works relating to the suburbs of 
Rio de Janeiro are to be concluded 
within a period of two years and the 
other works within a period of three 
years, both counting from the date of 
registry and approval by the Tribunal 
de Contas. 

There will be three or four sub- 
stations, the first being between Man- 
gueira and S. Francisco, the second 
close to Deodoro, and the third or fourth 
between Deodoro and Belem. Thirty 
locomotives will be required, ten for 
freight and twenty for passenger trains. 
For the suburbs, sixty-six motor cars 


‘troller, 


will be necessary, composed of sixty 
first-class cars and six second class; 100 
second-class box cars will also be pur- 
chased. For the SS and SD trains there 
will be thirty-two motor cars and forty- 
eight box cars. 

The lines to be electrified are the 
following: (a) The lines of the Central 
Station yard; (b) Hight freight lines 
between Central Station and the en- 
trance of the elevated line next to the 
deposit of S. Diogo (1,000 meters); (c) 
The yard lines of the deposit of S. 
Diogo; (d) The lines to the Maritima 
Station and those of the respective 
yard; (e) The lines of the Central Sta- 
tion to the respective carhouses as well 
as all of the lines of this carhouse; (f) 
The lines to the projected station 
freight yard next to the Mangue Canal, 
as well as those of the respective yard; 
(g) Four main lines from the begin- 
ning of the elevated line next to the 
deposit of S. Diogo up to the Engenho 
de Dentro Station (10,070 meters); (i) 
Two main lines from the Deodoro Sta- 
tion to Belem, on the line from Centro, 
and that of Santa Cruz on the Santa 
Cruz branch (39,468 meters and 32,544 
meters); (j) A line between Belem Sta- 
tion and the Paracamby Station (8,306 
meters); (k) The circular lines from D. 
Clara Bangu and Matadouro; (1) The 
line from the Deodoro Station to the 
carhouse, cleaning and repair of roll- 
ing stock, as well as all the lines be- 
longing to this installation. 


Automatic Substation Equipment 
for Portland, Ore. 

One of the largest single orders for 
automatic railway substation equip- 
ment placed in this country is an- 
nounced by the General Electric Com- 
pany for the Oregon Electric Railway, 
Portland, Ore., which will result in mak- 
ing entirely automatic (with the ex- 
ception of one station in the city of 
Portland) the operation of the 180 
miles of track on this road. 

The order comprises automatic con- 
trol for seven synchronous converter 
substations, replacing the present 
manual control which has been in 
operation since 1912. The stations to 
be changed over are at Moffett, Ton- 
quin, Pirtle, Lassen, Waconda, Cartmey 
and Orville. At Moffett and Tonquin 
there are two 500-kw., 600-volt con- 
verters connected in series giving 
1,000 kw. at 1,200 volts for each. The 
remaining five stations have single- 
unit, 500-kw., 1,200-volt converters in- 
stalled. 

The automatic control will include the 
General Electric Company’s standard 
practice of separate excitation of the 
converters to insure correct polarity 
at starting. Designed along standard 
lines for present railway practice, the 
equipment at each station will consist 
essentially of a motor-driven drum con- 
exciter, contactors, switches 
and relays with protective devices and 
load limiting resistors. The exciter, 
which is operated by the same motor 
as the controller, will provide the sep- 
arate excitation. The stations will be 
connected to the line or shut down in 


178 


accordance with the power demands 
from cars on the lines. 

The Oregon Electric Railway, an 
interurban line owned by the Spokane, 
Seattle & Portland Railway, is operated 
at 1,200 volts direct current stepped 
down from a transmission line voltage 
of 60,000 at 33 cycles. The present roll- 
ing stock consists of sixty-two motor 
cars, twenty-eight trailers and ten 50 to 
60 ton freight locomotives. There are 
154 miles of route on the system. 


Window Glass Prices Reduced 


Electric railways will be able to buy 
window glass cheaper as a result of a 
price war between importers and Amer- 
ican glass manufacturers. General 
price cuts were announced during the 
week closing Jan. 21 by the American 
Window Glass Company, manufactur- 
ing probably one-third of the country’s 
output of window glass. The reduction 


aggregated 22 per cent, and doubtless: 


will remain operative until a protective 
tariff schedule can be worked out to 
give adequate protection to American 
glass industries. 

The price reduction on very small 
sizes of single strength window glass, 
averaging twenty-five united inches, 
upon which competition was keenest, 
was approximately 31 per cent. On 
sizes a little larger, on which competi- 
tion was not so keen, the reduction 
worked out to about 234 per cent, and 
on the larger sizes, where competition 
up to the present time has not been so 
great a factor, the cut was: made at 20 
per cent. The average reduction was 
about 22 per cent. 

These price reductions resulted in an 
immediate change in discounts on job- 
hers’ lists here, when the new discounts 
on single strength A quality window 
glass became 84 per cent to 87 per cent, 
depending upon sizes, and on single 
strength B quality, 85 per cent to 88 
per cent. The new discount off jobbers’ 
lists on double strength A quality win- 
dow glass is 85 per cent, and on B 
quality 87 per cent. 

Manufacturers having taken this step 
are not thought likely to return to the 
former price level so that consumers 
of window glass may consider the cut 
permanent, at least as far as the first 
half of the current year is concerned. 


Metal, Coal and Material Prices 
Metals—New York 


; Jan. 24, 1922 
Copper, electrolytic, cents per Ib......... 13.50 
Copper wire base, cents per Ib... 15-124 
Lead; conta ver Ib Mousst sede (os caa cen 4.70 
Hino: cents per Ian ccc ho cient be 4.61 
Tin Straits, cents per lb..... 31.37} 
Bituminous Coal, f.o.b. Miners 

Smokeless mine run, f.o.b. vessel, Hampton 

., Roads, gross tons......:.........- $4.70 
Somerest mine run, Boston, net tons...... 1.80 
Pittsburgh, mine run, Pittsburgh, net tons BS 
Franklin, Ill, sereenings, Chicago, net tons 2.05 
Central, Ill, sereenings, Chicago, net tons ir 4 
Kansas screenings, Kansas City, net tons 2.50 


Mater'‘ats 
ubeeroayered wire, New York, cents per 


POUL DAG... of lon pede Meee Sart nr 1.97 
Linseed oil,(5-bbl. lots), N. Y., cents per gal. 76.00 
W hite lead, (100-lb. keg), N. Y., cents per lb. 12.25 
Yurpentine (bbl. lots), N.Y., cents per gal, 92.00 


Lik Co RCa BReARL Wy Ancy 


The Glendale & Montrose Railway, 
Glendale, Cal., has placed in service one 
standard safety car, manufactured by 
the American Car Company. 

The Southwestern Gas & Electric 
Company, Texarkana, Ark., reports the 
purchase of two standard safety cars 
from the National Safety Car & Equip- 
ment Company. 

Chicago (Ill.) Surface Lines was re- 
ported in an unconfirmed daily press 


dispatch late on Jan. 26 as having suf-— 


fered a loss of $2,000,000 in the dis- 
truction by fire that day of a North 
side carhouse and part of its rolling 
stock equipment. 

The San Francisco-Oakland Terminal 
Railways, Oakland, Cal., has constructed 
one closed steel motor car for city 
service, in its own shop. This car is 
48 ft. 6 in. long and has a seating 
capacity of fifty-two. 

Toledo & Western Railroad, Toledo, 
Ohio, has ordered through its receivers 
three new light cars for suburban 
traffic. The new cars are to weigh 
twelve tons instead of thirty tons as 
the old equipment did. 

United Electric Railways, Providence, 
R. L., has ordered a sufficient number of 
one-man cars to begin running an 
eight-trip-an-hour schedule instead of 
the present six-trip schedule on the 
Elmwood-Chalkstone Avenue line. 
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Track and Roadwa 


Fresno (Cal.) Traction Company has 
started on the work of lowering its 
tracks to the street grade on Olive 
Avenue. These tracks are to be low- 
ered approximately eighteen inches. 

Cultus Lake, B. C.—The development 
of extensive timber limits in this 
vicinity will necessitate the building of 
5 miles of electric railway connecting 


with the British Columbia Electric 
Railway’s Fraser Valley line near 
Sardis. 

Murphysboro & Southern Illinois 


Railway, Murphysboro, IIl., will be ex- 
tended from Carbondale to Herrin. 
Five hundred citizens of Herrin have 
subscribed $100,000 for this extension. 
Work will be begun next spring and 
service started in the fall of 1922. 

Los Angeles (Cal.) Railway is re- 
building Third Street between Gramecy 
Place and Norton on the West Sixth 
Street line. Work is also under way 
at Vermont and West Sixteenth where 
on account of the opening of West Six- 
teenth Street it is necessary to lower 
the tracks. 


Power Houses, Shops 
and Buildings 


New Orleans Railway & Light Com- 
pany, New Orleans, La., through D. P. 
O’Keefe, receiver, and A. L. Kempster, 
general manager, is proceeding with 
extensive additions to its power plant 
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and distributing systems, including the © 
installation of a 20,000-kw. turbine and — 
auxiliaries. ; 
Los Angeles (Cal.) Railway put its 
automatic substation at Garvanza 
Avenue near York Boulevard into — 
service on Jan. 1. ; 
Portland Railway, Light & Power 
Company, Portland, Ore., has completed 
work of laying foundations at the Sell- © 
wood carhouse for the erection of two 
steel towers for sprinkler tanks, to 
replace the wooden tanks now in use. | 
The towers will be 75 ft. high and the ~ 
tanks will have 50,000 gal. capacity. 
Between 36 and 40 tons of steel will be 
required, which is being fabricated: in — 
Portland. y 


eau UOUSEGHINKUNUAUISUSSFAULUNECUECUSAUUEVINUSSECHENEE TeeeetvTeLeneT UECUEETAUUNESEFCUUGENEHEYET 


Trade Notes 


J. T. R. Bell, who for the past five 
years has been general sales manager 
of the Gurney Bali Bearing Company, 
Jamestown, N. Y., has resigned from 
that company and will take up the 
manufacture of a new type of anti- 
friction bearing. 

Rome Wire Company, Rome, N. Y., 
has opened district sales offices in New — 
York City at 50 Church Street. H. S. 
Hammond, who has represented the. 
company in the Eastern territory for 
the past twenty years, has been placed 
in charge of this new office. 

The C. H. Wheeler Manufacturing 
Company, Philadelphia, Pa., announces 
that H. W. Cross, formerly with the 
General Electric Company, has now 
assumed the management of its New 
England office, with headquarters at 
53 State Street, Boston, Mass. 


Combustion Engineering Corporation- 
George J. Hagan Company, Pittsburgh, 
Pa., announces that the Hagan Com- 
pany has discontinued representation — 
of the Combustion Engineering Cor- — 
poration. The Combustion Engineer- 
ing Corporation has opened its own 
office in the First National Bank Build- 
ing, Pittsburgh, Pa., and will soon open 
an office in Cleveland, both of which — 
will be in charge of W. C. Stripe, — 
former manager of the Philadelphia 
office. The George J. Hagan Company 


will retain the exclusive agency for the 
type “H” stoker, formerly known as 
the American stoker, for use in Hagan 
Industrial Furnaces. 
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New Advertising Literature 


The Elliott Address-Press, New York, 
N. Y., has issued a folder describing 
the advantages of using its Address 
Cards and Address-Press for mailing — 
information which will go to the same 
person at successive intervals. 

The Cutter Company, Philadelphia, — 
Pa., has issued a thirty-six-page book- — 
let describing in considerable detail — 
various types of steel box mountings — 
for its I-T-E circuit breakers. Various 
other details in regard to satisfactory 
‘mounting and use of these circuit . 
breakers are also given. 


